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Plan

Plan 1: The United States federal government should increase funding for the development and construction of deep-water ports in Alaska.
Plan 2: The United States federal government should increase federal grants to public-private partnerships for the development and construction of deep-water ports in Alaska.

Plan 3: The United States federal government should increase direct funding to public-private partnerships for the development and construction of deep-water ports in Alaska.
Commerce 1AC

A lack of ports makes shipping north of Alaska impossible.
Kroh et al. 12 [Kiley, Michael Conathan, Emma Huvos, "Putting a Freeze on Arctic Ocean Drilling", February 2012, http://www.americanprogress.org/issues/2012/02/pdf/arcticreport.pdf]

NOAA’s United States Coast Pilot notes that “there are few harbors, port facilities, or aids to navigation along the Arctic coast.”51 While there are no major ports on the North Slope of Alaska, there are small boat anchorages in both Prudhoe Bay and Wainwright, as well as docking facilities associated with the existing drilling operations in Prudhoe Bay.52 Additional small boat ramps can be found in some North Slope communities, but these would be inadequate for a large-scale spill response. The closest major public port, Dutch Harbor, is 1,167 nautical miles away from Barrow in Unalaska. 53 Other Alaskan ports of significance are located in Anchorage, Valdez, and Homer. As the accompanying map indicates, there is a shallow-water port in Kivalina, but it is privately owned and operated by Red Dog zinc mine. 54, 55 Alaska has no deep-water offshore port or harbor along its western coastline or North Slope. In comparison, Louisiana alone has 26 public ports, including the Port of South Louisiana, the largest port by tonnage in the United States, as well as numerous private harbors and marinas.56, 57 Thirty-five of the 150 principal ports by tonnage in the United States are located within a 500-mile radius of the Deepwater Horizon spill site.58 There are none along the North Slope. The Gulf Coast’s highly developed port infrastructure played a crucial role in facilitating cleanup and recovery following the BP blowout, a massive mobilization effort that utilized 9,700 vessels at peak response.59 Facilities such as ports, fueling stations, offloading equipment, and infrastructure support such as roads and rail systems on a comparable scale simply do not exist on Alaska’s North Slope. (See sidebar on page 17) The Arctic region has its own oil spill response cooperative, similar to those that exist in the Gulf. Founded in 1979, Alaska Clean Seas runs an emergency operations center at its base in Deadhorse.63 Four additional emergency operations centers in the North Slope region are available to members through a mutual aid agreement. Few ports in a storm Residents of Nome, a city located on the western coast of Alaska 520 miles south of Barrow, rely on tanker barges to deliver home heating fuel, gasoline, and diesel for the winter months. November’s “monster storm” disrupted this delivery, however, and thick ice prevented the barge from reaching port. In a bid to avoid the $9-a-gallon gasoline that would likely result from flying fuel into the isolated city by plane, the Nome-based Sitnasuak Native Corporation signed a contract to have a double-hulled Ice Classed Russian tanker deliver the 1.3 million gallons of fuel. 60 The trip required a 10-day journey from the Aleutian Islands, with the nation’s only operating icebreaker forging a path for the Russian ship, with progress continually impeded by wind, brutal cold, and ice. The mission, which was ultimately successful, will shield Nome residents from extreme fuel price spikes for the winter season. Yet it’s also a stark illustration of the unpredictable weather conditions characteristic of the Arctic region, the difficulties in transporting critical supplies to isolated areas, and the shortcomings of the United States’ woefully inadequate icebreaking capacity. 61 The unprecedented effort also raises serious questions about the lack of infrastructure necessary for managing increased activity in the Arctic.62 While Alaska Clean Seas owns and operates a large inventory of response equipment, much of this technology is compromised in ice-covered waters, and the region’s unpredictable weather makes rapid response much more difficult.64

Substantial oil and gas reserves make ports uniquely lucrative

Papp 12 (THE EMERGING ARCTIC FRONTIER  Pap, Robert J, Jr  United States Naval Institute. Proceedings http://proxy.lib.umich.edu/login?url=http://search.proquest.com.proxy.lib.umich.edu/?url=http://search.proquest.com.proxy.lib.umich.edu/docview/925801539?accountid=14667 2012-03-02)
The economic promise of oil and gas production in the Arctic is increasingly attractive as supply of energy resources from traditional sources will struggle to meet demand without significant price increases. The Arctic today holds potentially 90 billion barrels of oil, 1.6 trillion cubic feet of natural gas, and 44 billion barrels of natural gas liquids, 84 percent of which is expected to be found in offshore areas. This is estimated to be 15 percent of the world's undiscovered oil reserves and 30 percent of natural gas reserves. Oil companies are bidding hundreds of millions of dollars to lease U.S. mineral rights in these waters and continue to invest in developing commercial infrastructure in preparation for exploration and production, and readiness to respond to potential oil spills or other emergencies.3 In August, the Department of the Interior granted Royal Dutch Shell conditional approval to begin drilling exploratory wells in the Beaufort Sea north of Alaska starting next summer. ConocoPhillips may begin drilling in the Chukchi Sea in the next few years. Also, Russia has announced plans for two oil giants to begin drilling as early as 2015, and Canada has granted exploration permits for Arctic drilling.4 The fisheries and seafood industry in the southern Arctic region (the Bering Sea and Gulf of Alaska) sustains thousands of jobs and annually produces approximately 1.8 million metric tons' worth of catch valued at more than $1.3 billion.5 Although subsistence-hunting has occurred in the higher latitudes for centuries, as waters warm, fish and other commercial stocks may migrate north, luring the commercial fishing industry with them. As the Arctic Ocean becomes increasingly navigable it will offer new routes for global maritime trade from Russia and Europe to Asia and the Americas, saving substantial transit time and fuel costs from traditional trade routes. In summer 2011, two Neste oil tankers transited the Northeast Passage from Murmansk to the Pacific Ocean and onward to South Korea, and Russian Prime Minister Vladimir V. Putin pledged to turn it into an important shipping route.6 

New ports in the North Slope are critical to US commercial influence in the Arctic.

Papp, 12 – US Coast Guard Admiral and current commandant of the US Coast Guard. Head of largest component of US Department of Homeland Security. MA in National Security and Strategic Studies from US Naval War College. (Admiral Robert J, “The Emerging Arctic Frontier,” February 2012, usni.org/magazines//HO 

As a maritime nation, the United States relies on the sea for our prosperity, trade, transportation, and security. We are also an Arctic nation. The Arctic region—the Barents, Beaufort, and Chukchi seas and the Arctic Ocean—is the emerging maritime frontier, vital to our national interests, economy and security. 1 The Arctic Ocean, in the northern region of the Arctic Circle, is changing from a solid expanse of inaccessible ice fields into a growing navigable sea, attracting increased human activity and unlocking access to vast economic potential and energy resources. In the 35 years since I first saw Kotzebue, Alaska, on the Chukchi Sea as a junior officer, the sea ice has receded from the coast so much that when I returned last year the coastal area was ice-free. The shipping, oil-and-gas, and tourism industries continue to expand with the promise of opportunity and fortune in previously inaccessible areas. Experts estimate that in another 25 years the Arctic Ocean could be ice-free during the summer months. 2 This change from “hard” to “soft” water, growing economic interests and energy demands, and increasing use of the seas for maritime activities by commercial, native, and recreational users demands a persistent, capable U.S. Coast Guard presence in the Arctic region. Our mandate to protect people on the sea, protect people from threats delivered by sea, and protect the sea itself applies in the Arctic equally as in the Atlantic and Pacific oceans and Gulf of Mexico and Caribbean Sea. The difference is that in the rest of the maritime domain, we have an established presence of shore-based forces, small boats, cutters, and aircraft supported by permanent infrastructure and significant operating experience. Although the Coast Guard has operated in southern Alaska, the Gulf of Alaska, and Bering Sea for much of our history, in the higher latitudes we have little infrastructure and limited operating experience, other than icebreaking. Historically, such capabilities were not needed. Year-round ice, extreme weather, and the vast distances to logistical support, prevented all but icebreakers or ice-strengthened ships from operating there. As a result, commercial enterprise on any significant scale was nonexistent. But the Arctic is emerging as the new maritime frontier, and the Coast Guard is challenged in responding to the current and emerging demands.

Arctic commerce is critical to the global economy.

Brigham 07 – Professor of Geography & Arctic Policy at University of Alaska Fairbanks and Senior Fellow at Institute of the North in Anchorage (Dr. Lawson, Ph.D.; “Thinking about the Arctic’s Future: Scenarios for 2040”, September-October 2007; < http://www.crrc.unh.edu/workshops/arctic_spill_summit/arctic_scenarios_09_07.pdf>)//AB 

The Arctic is also understood to be a large storehouse of yet-untapped natural resources, a situation that is changing rapidly as exploration and development accelerate in places like the Russian Arctic. The combination of these two major forces—intense climate change and increasing natural-resource development— can transform this once remote area into a new region of importance to the global economy. To evaluate the potential impacts of such rapid changes, we turn to the scenario-development process, the creation of plausible futures to enhance a dialogue among a multitude of stakeholders and decision makers.
Econ decline triggers great power war.
Austin ‘09 (Michael, Resident Scholar – American Enterprise Institute, and Desmond Lachman, Resident Fellow – American Enterprise Institute, “The Global Economy Unravels”, Forbes, 3-6, http://www.aei.org/article/100187)
Conversely, global policymakers do not seem to have grasped the downside risks to the global economy posed by a deteriorating domestic and international political environment. If the past is any guide, the souring of the political environment must be expected to fan the corrosive protectionist tendencies and nationalistic economic policy responses that are already all too much in evidence.  After spending much of 2008 cheerleading the global economy, the International Monetary Fund now concedes that output in the world's advanced economies is expected to contract by as much as 2% in 2009. This would be the first time in the post-war period that output contracted in all of the world's major economies. The IMF is also now expecting only a very gradual global economic recovery in 2010, which will keep global unemployment at a high level.  Sadly, the erstwhile rapidly growing emerging-market economies will not be spared by the ravages of the global recession. Output is already declining precipitously across Eastern and Central Europe as well as in a number of key Asian economies, like South Korea and Thailand. A number of important emerging-market countries like Ukraine seem to be headed for debt default, while a highly oil-dependent Russia seems to be on the cusp of a full-blown currency crisis.  Perhaps of even greater concern is the virtual grinding to a halt of economic growth in China. The IMF now expects that China's growth rate will approximately halve to 6% in 2009. Such a growth rate would fall far short of what is needed to absorb the 20 million Chinese workers who migrate each year from the countryside to the towns in search of a better life.  As a barometer of the political and social tensions that this grim world economic outlook portends, one needs look no further than the recent employment forecast of the International Labor Organization. The ILO believes that the global financial crisis will wipe out 30 million jobs worldwide in 2009, while in a worst case scenario as many as 50 million jobs could be lost. What do these trends mean in the short and medium term? The Great Depression showed how social and global chaos followed hard on economic collapse. The mere fact that parliaments across the globe, from America to Japan, are unable to make responsible, economically sound recovery plans suggests that they do not know what to do and are simply hoping for the least disruption. Equally worrisome is the adoption of more statist economic programs around the globe, and the concurrent decline of trust in free-market systems. The threat of instability is a pressing concern. China, until last year the world's fastest growing economy, just reported that 20 million migrant laborers lost their jobs. Even in the flush times of recent years, China faced upward of 70,000 labor uprisings a year. A sustained downturn poses grave and possibly immediate threats to Chinese internal stability. The regime in Beijing may be faced with a choice of repressing its own people or diverting their energies outward, leading to conflict with China's neighbors.  Russia, an oil state completely dependent on energy sales, has had to put down riots in its Far East as well as in downtown Moscow. Vladimir Putin's rule has been predicated on squeezing civil liberties while providing economic largesse. If that devil's bargain falls apart, then wide-scale repression inside Russia, along with a continuing threatening posture toward Russia's neighbors, is likely.  Even apparently stable societies face increasing risk and the threat of internal or possibly external conflict. As Japan's exports have plummeted by nearly 50%, one-third of the country's prefectures have passed emergency economic stabilization plans. Hundreds of thousands of temporary employees hired during the first part of this decade are being laid off.  Spain's unemployment rate is expected to climb to nearly 20% by the end of 2010; Spanish unions are already protesting the lack of jobs, and the specter of violence, as occurred in the 1980s, is haunting the country. Meanwhile, in Greece, workers have already taken to the streets.  Europe as a whole will face dangerously increasing tensions between native citizens and immigrants, largely from poorer Muslim nations, who have increased the labor pool in the past several decades. Spain has absorbed five million immigrants since 1999, while nearly 9% of Germany's residents have foreign citizenship, including almost 2 million Turks. The xenophobic labor strikes in the U.K. do not bode well for the rest of Europe.  A prolonged global downturn, let alone a collapse, would dramatically raise tensions inside these countries. Couple that with possible protectionist legislation in the United States, unresolved ethnic and territorial disputes in all regions of the globe and a loss of confidence that world leaders actually know what they are doing. The result may be a series of small explosions that coalesce into a big bang. 

Oil Spill 1AC

Status-quo infrastructure lacks adequate oil spill responsiveness.

Conathan et. al. 12 – writers for the Center of American Progress, an independent nonpartisan educational institute dedicated to critique and analysis of policy. Individual cites are below. “Putting a Freeze on Arctic Ocean Drilling America’s Inability to Respond to an Oil Spill in the Arctic,” February 2012, americanprogress.org/issues/2012//HO
The decision to move forward with drilling in some of the most extreme conditions on Earth has deeply divided Alaska Native communities, drawn stark criticism from environmental groups, and caused other federal agencies such as the U.S. Coast Guard and the National Oceanic and Atmospheric Administration, or NOAA, to raise concerns about the glaring absence of sound science in the region. This is highlighted in a recent letter to the Obama administration, signed by nearly 600 scientists from around the world, calling on the president and Secretary of the Interior Ken Salazar to follow through on their commitment to science and enact recommendations made by the U.S. Geological Survey before approving any drilling activity in the Arctic.3 In addition to the lack of a scientific foundation, the Arctic has inadequate infrastructure to deal with an oil spill, and response technologies in such extreme environmental conditions remain untested. 2 Center for American Progress | Putting a Freeze on Arctic Drilling As we detail in this report, the resources and existing infrastructure that facilitated a grand-scale response to the BP disaster differ immensely from what could be brought to bear in a similar situation off Alaska’s North Slope. Even the well-developed infrastructure and abundance of trained personnel in the Gulf of Mexico didn’t prevent the Deepwater Horizon tragedy. Our Arctic response capabilities pale by comparison. There are no U.S. Coast Guard stations north of the Arctic Circle, and we currently operate just one functional icebreaking vessel. Alaska’s tiny ports and airports are incapable of supporting an extensive and sustained airlift effort. The region even lacks such basics as paved roads and railroads. This dearth of infrastructure would severely hamper the ability to transport the supplies and personnel required for any large-scale emergency response effort.
Past spills were minor, but increased human activity makes the brink more and more likely.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB
Climate change impacts in the Arctic, particularly the decline of sea ice and retreating glaciers, have stimulated human activities in the region, many of which have the potential to create oil pollution. A primary concern is the threat of a large oil spill in the area. Although a major oil spill has not occurred in the Arctic region,82 recent economic activity, such as oil and gas exploration and tourism (cruise ships), increases the risk of oil pollution (and other kinds of pollution) in the Arctic. Significant spills in high northern latitudes (e.g., the 1989 Exxon Valdez spill in Alaska and spills in the North Sea) suggest that the “potential impacts of an Arctic spill are likely to be severe for Arctic species and ecosystems.”83 A primary factor determining the risk of oil pollution in the Arctic is the level and type of human activity being conducted in the region. Although climate changes in the Arctic are expected to increase access to natural resources and shipping lanes, the region will continue to present logistical challenges that may hinder human activity in the region. For example (as discussed in another section of this report),84 the unpredictable ice conditions may discourage trans-Arctic shipping. If trans-Arctic shipping were to occur on a frequent basis, it would represent a considerable portion of the overall risk of oil pollution in the region. In recent decades, many of the world’s largest oil spills have been from oil tankers, which can carry millions of gallons of oil.85 Although the level of trans-Arctic shipping is uncertain, many expect oil exploration and extraction activities to intensify in the region.86 Oil well blowouts from offshore oil extraction operations have been a source of major oil spills, eclipsing the largest tanker spills. The largest unintentional oil spill in recent history was from the 2010 Deepwater Horizon incident in the Gulf of Mexico.87 During that incident, the uncontrolled well released (over an 84-day period) approximately 200 million gallons of crude oil into the Gulf.88 The second-largest unintentional oil spill in recent history—the IXTOC I, estimated at 140 million gallons—was due to an oil well blowout in Mexican Gulf Coast waters in 1979.89
All it takes is one major spill to collapse ecology.
National Academy of Engineering 03 – American National Academies (“Cumulative Environmental Effects of Oil and Gas Activities on Alaska’s North Slope”, 2003; < http://dels-old.nas.edu/dels/rpt_briefs/north_slope_final.pdf>)//AB

Alaska’s North Slope is underlain by permafrost— a thick layer of earth material that stays frozen year round. The permafrost is covered by a thin active layer that thaws each summer and supports plant growth for a brief period. If permafrost thaws, the ground surface and the structures it supports will settle. To minimize disruption to the ground surface, the North Slope industrial infrastructure is specially built—pipelines are generally elevated rather than buried, and roads and industrial facilities are raised on thick gravel berms. For a variety of reasons, nearly all of the roads, pads, pipelines and other infrastructure ever built are still in place. The environmental effects of such structures on the landscape, water systems, vegetation, and animals are manifest not only at the “footprint” itself (physical area covered by the structure) but also at distances that vary depending on the environmental component being affected. The petroleum industry continues to introduce technological innovations to reduce its footprint, for example, directional drilling and the use of ice roads and pads, drilling platforms, and new kinds of vehicles. For some areas of concern, the committee found no evidence that effects have accumulated. For example, despite widespread concern regarding the damaging effects of frequent oil and saltwater spills on the tundra, most spills to date have been small and have had only local effects. Moreover, damaged areas have recovered before they have been disturbed again. However, a large oil spill in marine waters would likely have substantial accumulating effects on whales and other receptors because current cleanup methods can remove only a small fraction of spilled oil, especially under conditions of broken ice.
An Alaskan Oil spill will destroy marine ecology.
Dorsett 10 – Researcher at Towson University (Melanie, “Exxon Valdez Oil Spill Continued Effects on the Alaskan Economy”, 10/20/10; http://digitalarchive.gsu.edu/cgi/viewcontent.cgi?article=1020&context=caaurj)//AB

Some of the short term ecological effects occurred right away, while others were delayed a few years before setting in. One of the immediate negative impacts was death to a great deal of marine wildlife. “About 250,000 sea birds died, along with 22 killer whales, 2800 sea otters, 300 harbor seals, and untold numbers of fish eggs” (Guterman and Pasotti, 2009). Consequently, for the two pods of whales living along the southwest Alaskan coast each pod lost about 40% of their members directly following the spill. Three years later, the death toll estimates for sea birds increased from 250,000 to approximately 435,000 (National Park Conservation Association, pg.13). Many other species death tolls also increased significantly within the first few years. Due to the fact that the spill contaminated more than 1,200 miles of Alaska’s shoreline, it is hard to quantify all of the ecological damage (Ott, 2009). According to Douglas Wolfe, head of the Bioeffects Assessment Branch of the National Oceanic and Atmospheric Administration's National Ocean Service, by May 1st, 1989, 20% of the toxic compounds in the oil had evaporated into the atmosphere, and 20- 25% of the oil had dispersed into the ocean and was rapidly degraded through natural processes, (O’harra, 1999). The rapid break down of the oil did not last long, within a few years the oil began to degrade at a much slower rate (Short et al, 2004). Therefore, experts have determined that the oil has been having negative effects on the marine ecology and economy since the night of the oil spill.
Arctic is key to global biodiversity.

Arctic Council 11 – Intergovernmental Council of Arctic States (“Arctic Biodiversity”, 5/2/11; < http://www.arctic-council.org/index.php/en/biodiversity/124-arctic-biodiversity>)//AB
The Arctic contains many species not found elsewhere, and many habitats and ecological processes and adaptations that are unique. These include the seasonal bursts of life on land and in the ocean, the ability of some plants to survive extreme cold and dryness, the physiological features that allow mammals to maintain body heat through an Arctic winter, and the presence of life within sea ice. Furthermore, some groups such as willows, sawflies, and sandpipers are found in greater diversity in the Arctic than anywhere else. In a global context, the Arctic is a significant component of the diversity of life on Earth.
Biodiversity is key to life on earth.
Science Daily 11 (ScienceDaily, online science newsletter, 8/11/12 “Biodivserity Key to Earth’s Life-Support Functions in a Changing World” < http://www.sciencedaily.com/releases/2011/08/110811084513.htm>)//AB
The biological diversity of organisms on Earth is not just something we enjoy when taking a walk through a blossoming meadow in spring; it is also the basis for countless products and services provided by nature, including food, building materials, and medicines as well as the self-purifying qualities of water and protection against erosion. These so-called ecosystem services are what makes Earth inhabitable for humans. They are based on ecological processes, such as photosynthesis, the production of biomass, or nutrient cycles. Since biodiversity is on the decline, both on a global and a local scale, researchers are asking the question as to what role the diversity of organisms plays in maintaining these ecological processes and thus in providing the ecosystem's vital products and services. In an international research group led by Prof. Dr. Michel Loreau from Canada, ecologists from ten different universities and research institutes, including Prof. Dr. Michael Scherer-Lorenzen from the University of Freiburg, compiled findings from numerous biodiversity experiments and reanalyzed them. These experiments simulated the loss of plant species and attempted to determine the consequences for the functioning of ecosystems, most of them coming to the conclusion that a higher level of biodiversity is accompanied by an increase in ecosystem processes. However, the findings were always only valid for a certain combination of environmental conditions present at the locations at which the experiments were conducted and for a limited range of ecosystem processes. In a study published in the current issue of the journal Nature, the research group investigated the extent to which the positive effects of diversity still apply under changing environmental conditions and when a multitude of processes are taken into account. They found that 84 percent of the 147 plant species included in the experiments promoted ecological processes in at least one case. The more years, locations, ecosystem processes, and scenarios of global change -- such as global warming or land use intensity -- the experiments took into account, the more plant species were necessary to guarantee the functioning of the ecosystems. Moreover, other species were always necessary to keep the ecosystem processes running under the different combinations of influencing factors. These findings indicate that much more biodiversity is necessary to keep ecosystems functioning in a world that is changing ever faster. The protection of diversity is thus a crucial factor in maintaining Earth's life-support functions.
Response time is key – that means we need infrastructure nearby.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB
Response time is a critical factor for oil spill recovery. With each hour, spilled oil becomes more difficult to track, contain, and recover, particularly in icy conditions, where oil can migrate under or mix with surrounding ice.96 Most response techniques call for quick action, which may pose logistical challenges in areas without prior staging equipment or trained response professionals. Many stakeholders are concerned about a “response gap” for oil spills in the Arctic region.97 A response gap is a period of time in which oil spill response activities would be unsafe or infeasible. The response gap for the northern Arctic latitudes is likely to be extremely high compared to other regions.98
Security 1AC

Status quo Arctic strategy fails – navy lacks adequate bases.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

As global warming opens the Arctic Ocean to commercial and industrial traffic, the U.S. Navy is pushing to catch up with Russia, Canada and even Denmark in its Arctic ability. If a crisis were to happen now, the Navy lacks the ability to act in the Arctic without the help of one of those countries or the Coast Guard. Last year, the Navy asked the War Gaming Department of the U.S. Naval War College to find out what the Navy needs for sustained operations in the Arctic. In the resulting 2011 Fleet Arctic Operations Game, the Navy learned how big its Arctic shortcomings are. As a force, the Navy lacks everything from bases and Arctic-capable ships to reliable communications and cold-weather clothing.... The game’s conclusions: the Navy is not adequately prepared to conduct long-term maritime Arctic operations; Arctic weather conditions increase the risk of failure; and most critically, to operate in the Arctic, the Navy will need to lean on the U.S. Coast Guard, countries like Russia or Canada, or tribal and industrial partners. To sustain operations in the Arctic, the Navy needs ice-capable equipment, accurate and timely environmental data, personnel trained to operate in extreme weather, and better communications systems. Much of the environmental data will come from other Arctic nations.... Navy officials understand the need to conduct exercises in the Arctic so they can get ready for the real thing, but they don't have a strategy. “We are the only Arctic nation without an Arctic strategy,” said U.S. Navy Cmdr. Blake McBride, Arctic Affairs officer for Task Force Climate Change. “The Coast Guard and Department of Defense are working on a strategy to help answer the issue, and advocate for capabilities.”

Arctic arms race now – Russia and other Arctic states are preparing for resource wars.

Akimoto 09 – Senior Research Fellow at Ocean Policy Research Foundation (Kazumine, “Power Games in the Arctic Ocean” 10/20/09 < http://www.institutenorth.org/assets/images/uploads/files/Power.pdf>)//AB

Knowingly or unknowingly, Russia is activating the operations of its naval and air forces in the Arctic Ocean. In May 2008, Tu-95 Bear-H bombers launched a regular patrol over the Arctic along the U.S. and Canadian territories,9 and in June 2008, the Russian Defense Ministry declared that they would, for safeguard of national interests in the Arctic, be ready to go into a fighting trim and increase submarine operations.10 In September 2008, the said ministry also announced that a Delta-III class nuclear submarine traveled the Arctic Ocean underwater and reached the Kamchatka.11 Moreover, the Russian Navy’s North Sea Fleet is reportedly operating a spy submersible B-90 Sarov in the Arctic Ocean with its base in the Kara Peninsular.12 In the background of the increasingly active operations of the Russian Navy and Air Force in the Arctic, there seem to lie Russia’s ambition to secure seabed resources and control the Northeast Passage to prevent intervention from other nations. Russia’s military concerns obviously differ from those of the United States. As if rivaling with Russia, the other Arctic coastal states are also intensifying their military activity. In August 2008, Canada implemented a ground-sea-air joint exercise “Operation Nanook 08” in the Arctic; and in October 2008, the Norwegian Navy decided to dispatch a frigate to the waters near Svalbard Islands to strengthen its naval presence. Similar actions continued into the year 2009. In June, Denmark decided, as part of its 2010-2014 National Defense Program, to newly create in Greenland a military command and a task force responsible for the Arctic operations. In August, Canada carried out “Operation Nanook 09.” Canadian Premier Harper participated in the exercise. He arrived on a frigate in action by helicopter, and gave a pep talk to Canadian forces personnel and media reporters, saying: “The first principle of Arctic sovereignty is ‘use it or lose it.’” Not only that but Premier Harper ostentatiously boarded a submarine navigating on the surface.13 Parenthetically, it is interesting to note that researches have lately appeared in Norway and other countries that discuss the Arctic Ocean security from the viewpoint of geopolitics. The monthly magazine of Navy League of the United States, SEAPOWER, carried a feature “The Cold War?: US, Canada, Russia, Denmark, rush to stake Arctic Claims” in its issue of October 2007. The publication reports that claims of the coastal states heat up over the exploitation of seabed resources and the use of Arctic sea routes, both of which diminishing ice helps look more realistic but at the same time turn into the seed of further tension.14 The magazine introduced the U.S. argument that Russia’s assertion of its continental shelf being extended to Lomonosov Ridge is not acceptable; and since, in the meantime, the Northwest Passage is an international strait for military, commercial and tourism uses, Canada’s assertion of the route being internal waters is unacceptable, either. In August 2008, the Russian newspaper Kommersant carried an article “Cold War Goes North,” and commented that the reaction of the United States and other countries against the posting of a Russian flag in August 2007 may help the prospect of a new Cold War.15 A look at a desk globe from above will clarify the reason why the Arctic Ocean is likened to the Mediterranean of the Arctic --- the Ocean is surrounded by coastal countries as is the real Mediterranean Sea. The ice that had for long covered the Arctic Ocean begins to retreat due to global warming, and now humans will be likely to use the space with impunity. But in the area, territorial seas, contiguous zones, and jurisdictional waters of the coastal states are overlapped with each other, accompanied by various jurisdictional claims. Military access to the Arctic Ocean increases, whereas disputes among the coastal states over their interests are not abated --- such a situation seemingly sparks fear of a new Cold War.
Russia and the West are scrambling for the Arctic – deterrence is key to solve.

Pravda 09 – Russian State News Organization (“NATO to melt Arctic Ice as it Triggers Yet Another International Scandal”, 1/22/09; < http://english.pravda.ru/world/europe/22-01-2009/106995-nato_arctic-0/>)//AB
The endless desert of snow and ice has always been a subject for dispute among politicians, diplomats and scientists. The Arctic territory has now become a subject of a military dispute: NATO declared it a strategically important region. The alliance intends to increase its contingent in this part of the globe. The announcement was voiced by NATO spokesman James Appathurai. The official particularly said that NATO has a long-term strategic interest in the region. He also announced a meeting with the participation of high-ranking officials of the alliance: the meeting is to take place January 28-29 in Reykjavik. NATO’s Secretary General, the commander of NATO’s allied forces in Europe, the commander for transformation and the head of the defense committee of the alliance will take part in the meeting too. The entry list does not leave any doubts about NATO’s real goals in the region. The decision of the alliance to declare the northern territories as strategically important will create a tense international situation in the region. The struggle for the Arctic has become the subject of long-term military games. One may not doubt that they will send military units to the Arctic sooner or later. Those, who follow the affairs around the Arctic territories, understand that Appathurai’s remarks became a continuation of the initiatives outlined in the US national security directive. The document says that Washington has fundamental national interests in the Arctic region. The interests are defined as follows: missile defense, strategic deterrence, marine security operations. There are no references to terrorists or pirates, who prefer the warm waters off the coast of Somali , but not polar bears. Scientists say that the warming of the Arctic region takes place twice as fast as on the rest of the planet. UN Secretary General Ban Ki-Moon said that the ice core of Greenland melts faster than anyone could ever suppose. As a result, the waters of the region will become navigable for both civil and war ships. The USA, Canada and NATO do not conceal why they need a military group deployed in the Arctic region. NATO’s ice-breakers will arrive in the region to defend national interests of those members of the alliance who claim their right for the natural wealth of this part of the planet. The Arctic contains about 90 billion barrels of unexplored crude and enormous reserves of natural gas, which could be comparable to those of Russia. They make up about 30 percent of global gas reserves. Russia will be using many of its Arctic gas deposits to extract about 50 percent of its natural gas by 2030. For example, the Shtokman deposit in the Barents Sea contains 4 trillion cubic meters of gas. Russia is ready to take adequate measures in response against such a background. That is why NATO is trying to stake out a claim in the region. Russia’s marine doctrine, which was signed during Putin’s presidency, points out the Arctic territory as one of the major directions of the naval policy. Russia’s Security Council is to unveil a new strategy of the Arctic development at the end of January. The key message of the document will be as follows: “Russia is not going to give the Arctic away.” Russia also plans to considerably intensify the freight traffic activity on the Northern Seaway during the upcoming years. Six new powerful ice-breakers will be built before 2020 for this purpose, Russia ’s Minister for Transport, Igor Levitin said. Five countries of the Arctic Ocean – Russia, Canada, the USA, Norway and Denmark – made a reasonable decision last year to negotiate the separation of the Arctic region on the base of existent conventions only. However, NATO’s plans to add a military constituent to the Arctic dialogue may lead to drastic changes in the approach to the current issues. A new hotspot may appear on the map of the world. 

Absent deterrence, current militarization will escalate to an Arctic conflict.

Grundberger 4/26 – staff writer for John Hopkins Newsletter (Jacob, “Cold Wars: Why Militaries Must Get out of the Arctic” 4/26/12 http://www.jhunewsletter.com/op-ed/cold-wars-why-militaries-must-get-out-of-the-arctic-1.2862157#.T-vuSsWs9n8)//AB
A disturbing trend has swept the world’s most northern states. Over the last few months, the international community has taken notice of the deployment and expansion of militaries to a new frontier, the Arctic Circle. Despite naysayers, the militaries of states such as the United States, Russia, Canada and the Scandinavian powers have demonstrated their acknowledgment of global warming by directing their forces in various exercises aimed at understanding and mastering this new battlefield. This is all being done in preparation for the potential for future conflict. Unsurprisingly, the source of this conflict will be energy resources. The U.S. Geological Survey has estimated that the Arctic may contain 13 percent of the world’s undiscovered oil and 30 percent of the world’s undiscovered natural gas. In addition, due to global warming, the National Research Council has predicted that sea lanes will be open in the region by the year 2030. Militaries, therefore, have begun to prepare for what they believe to be the inevitable crises that will break out over territorial disputes in the Arctic. It seems to me that the militarization of this pristine territory is not only misguided, but will yield harmful consequences that will cause invariable damage to international and environmental security. One of the biggest problems with the militarization of the Arctic is the insistence of northern military powers to adhere to the fallacious Realist assumption of the inevitability of war. While resource wars have always been a staple of international relations, there is something to be said about the insistence of these states to militarize the region as opposed to seeking any sort of international mediation.

This sparks World War III – Russia, China, Canada, and the US.

Rodgers 10 – former senior international correspondent for CNN (Walter, “War over the Arctic? Global warming skeptics distract us from security risks.” 3/2/10; http://www.csmonitor.com/Commentary/Walter-Rodgers/2010/0302/War-over-the-Arctic-Global-warming-skeptics-distract-us-from-security-risks)//AB

Skepticism about climate change is going mainstream, and that is worrying. One-third of Americans now say global warming doesn’t exist – triple the percentage of three years ago. This defiance of science isn’t just harmful for the environment. It’s also distracting us from growing threats to US national security. Actual – not theoretical – effects of climate change are turning the Arctic into a potential military flash point. Expected melting of summer sea ice in the Arctic Ocean means greatly expanded access to increasingly scarce fossil fuels. It also means tensions over Arctic real estate. What the Middle East was to the second half of the 20th century, the Arctic could be to the first half of the 21st. Because America has been so slow to wake up to climate change, it’s lagging behind in protecting its Arctic interests. “Since 1995 we have lost 40 percent of the North Pole’s icecap,” said Professor Robert Huebert, of the University of Calgary and an adviser to the Canadian government. Mr. Huebert and other experts spoke at a recent conference on climate change security risks hosted by the Center for National Policy. “It is not a matter of if, but when, the ice will be gone,” he said. Moscow gets this, even if the US public does not. “The Arctic must become Russia’s main strategic resource base,” Nikolai Patrushev, the secretary of the Russian Security Council, declared last year. “It cannot be ruled out that the battle for raw materials will be waged by military means,” a Russian planning document has warned. Partially because of years of climate change denial, “the United States remains largely asleep at the wheel,” according to a Foreign Affairs article last March by Scott Borgerson, a fellow at the Council on Foreign Relations. Meanwhile, other Arctic nations are moving to muscularly stake their sovereignty claims while prospecting for hundreds of billions of dollars of treasure buried on the ocean floor up there. Major melting has spurred Russia, Canada, Denmark (via Greenland), and Norway into a new gold rush, except this time it’s about staking claim to huge reservoirs of natural gas, petroleum, and untold deposits of minerals previously inaccessible because of the polar ice shield. Much of the sub-sea Arctic wealth will of necessity be transported by ships because thawing tundra will be too unstable for pipelines. The South Koreans anticipated this more than a decade ago, building giant vessels to secure a big share of the shipping market. The US and other Arctic nations are meeting this month to discuss Arctic sovereignty. Previous summits have included agreements to act responsibly and peacefully as the polar icecap recedes, but nearly all nations involved are rearming militarily to defend their sovereignty. “We are already in an Arctic arms race,” Huebert says. “The year 2010 in the Arctic is akin to 1935 in Europe.” Russia is building military bases on the Arctic coast and has 10,000 troops deployed near its northern border to assert its expanding claims. Norway has in recent years bought five new supermodern Navy frigates with advanced Aegis weapons systems to defend its undersea claims. Denmark is also increasing military spending to support its polar position. Because of the vagueness of undersea borders, the US and Canada are also arguing about overlapping sovereignty claims with hundreds of billions in petro profits hanging in the balance. China has no polar border, yet it is building an advanced icebreaker to promote “scientific “and “commercial’ pursuits both in the Arctic and Antarctic regions. Former US Sen. Gary Hart is worried that the Arctic could become the new Fulda Gap, the cold-war fulcrum of potential battle in Germany, where the West feared Soviet divisions would pour into Western Europe. “We don’t need to start another cold war,” Mr. Hart said, “but we do need to determine Russia’s intent.” As the Arctic thaws and the Northwest Passage becomes a navigable strait for shipping, there could be seismic consequences. Under international law, the term “strait” also affords flyover rights to other countries. When the Northwest Passage becomes a regularly navigable strait, Russia could legally and perhaps provocatively send its warplanes into North American airspace, something it never would have done in the cold war. Canadian political experts claim the Russians are already becoming more assertive, bordering on aggressive. “If that’s the case, the Russians need to be stopped now,” Huebert said. “Most Americans have no clue the United States is an Arctic nation,” said US Coast Guard Rear Adm. Gene Brooks. Such ignorance carries a heavy price. Yet broader public ignorance about climate change is the goal of some skeptics and deniers. It wasn’t that long ago when cigarette manufacturers told Congress that nicotine wasn’t addictive, or when Detroit’s auto moguls insisted that seat belts were a bad idea. Responsible dissent is one thing. But defiance of facts on the ground that imperil US national and energy security is quite another. Says Brooks: “The age of the Arctic is upon us.”
Solvency 1AC
Investing in Arctic port development is key to safe navigation – prevents oil spills.

NOAA 08 – Federal Scientific Agency within US Department of Commerce (National Oceanic and Atmospheric Administration, “Internal Strategy Paper: Transportation; A Strategy for the National Oceanic and Atmospheric Administration” July 2008; < http://www.ppi.noaa.gov/wp-content/uploads/2011/05/Transportation.pdf>)//AB

NOAA is a leader in providing quality MTS products and services. Applying the range of NOAA skills developed for the contiguous U.S. to the ever-more accessible Alaskan north and Arctic, where there is an urgent need for the infrastructure and information NOAA provides, is a natural and essential path to take. Loss of sea ice and permafrost, rising sea levels and eroding coasts are all occurring at unprecedented rates, and the status quo – limited NOAA service delivery to the region -- is no longer acceptable. A modest investment – on the order of $15M in FY2011 - in the geospatial infrastructure that the rest of the nation takes for granted will enable both the economic promise of the region and environmental protections to unfold. From accurate positioning capability to accurate maps and nautical charts, marine weather forecasts and spill response, NOAA has the opportunity to apply the skills of its oldest, most fundamental missions to maximum return in Alaska and the Arctic. Investing in this suite of services will add immediate benefit to a host of other federal missions dependent upon the same infrastructure to achieve their goals, including Homeland Security, coastal and ocean management, fisheries stewardship, climate change monitoring, and tsunami/storm surge readiness. The first and most critical step – an improved geo-spatial framework -- will enable NOAA and its partners to monitor and describe the physical changes impacting the natural and socioeconomic environment and aid coastal communities with decisions on flood protection infrastructure; harden roads, bridges and observing systems; ensure safe and efficient marine transportation; plan evacuation routes; model storm surge; and monitor sea-level. Improving the vertical geospatial infrastructure will eliminate meter errors in heights and allow efficient, centimeter-level measurement of heights using GPS. NOAA's 1998 Height Modernization Report to Congress estimated a $12 billion constituent benefit from national height modernization, including $9.6 billion for maritime safety; this investment will realize similar benefits for Alaska. Further, GPS-based coastal mapping will be tied more accurately to true elevation (orthometric heights), allowing production of more accurate coastline delineations and map products and improved modeling of storm surge and coastal erosion. Tsunami inundation models and wild fire predication/ control will also be improved through this accurate positioning framework. Active mining claims currently cover 3.6 million acres of land in Alaska. The improved geospatial infrastructure will allow precision mining and increased efficiencies in tapping Alaska’s zinc, lead, gold, silver, and coal reserves. Eliminating the large gaps in shoreline, hydrography, tide and current information, and other MTS geospatial data sets will greatly advance NOAA’s ability to fulfill its statutory responsibilities to support safe navigation in the emerging Arctic marine transportation corridor through accurate, timely and reliable products and services such as charts, tidal datums, and precise marine boundaries. Lack of adequately maintained decision support tools will increase the risk of accidents as vessel traffic expands, with potentially catastrophic effects on a pristine environment. The most effective way to mitigate an accident is to prevent it. In addition, lack of accurate MTS geospatial information may impact the award/management of oil and other offshore leases for energy and mineral exploration and extraction as jurisdiction over offshore submerged lands is determined from baseline marine boundaries. Significant revenues can be involved based on where lines are drawn. One such disputed case went all the way to the Supreme Court (521 U.S. 1 (1997)) and NOAA provided the tidal and shoreline information used in the adjudication.

New Arctic ports are vital to deterrence capabilities.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

The Navy and Coast Guard are exploring the potential implications that increased surface ship and aircraft operations in the Arctic may have for required numbers of ships and aircraft, ship and aircraft characteristics, new or enlarged Arctic bases, and supporting systems, such as navigation and communication systems. The Navy and Coast Guard have sponsored or participated in studies and conferences to explore these implications, the Coast Guard has deployed boats and aircraft into the region to better understand the implications of operating such units there,193 and Points or themes that have emerged in studies and conferences regarding the potential implications for the U.S. Navy and Coast Guard of diminished Arctic sea ice include but are not limited to the following: • The diminishment of Arctic ice is creating potential new operating areas in the Arctic for Navy surface ships and Coast Guard cutters. • U.S. national security interests in the Arctic include “such matters as missile defense and early warning; deployment of sea and air systems for strategic sealift, strategic deterrence, maritime presence, and maritime security operations; and ensuring freedom of navigation and overflight.”195 • A mission of potential particular interest for expanded surface ship operations in the Arctic would be defending the U.S. (and European Union) claim that the Northern Sea Route running along Russia’s north coast and the Northwest Passage running through Canada’s northern archipelago constitute international straits which allow right of innocent passage. • Search and rescue in the Arctic is a mission of increasing importance, particularly for the Coast Guard, and one that poses potentially significant operational challenges (see “Search and Rescue” above). • More complete and detailed information on the Arctic is needed to more properly support expanded Navy and Coast Guard ship and aircraft operations in the Arctic. • The Navy and the Coast Guard currently have limited infrastructure in place in the Arctic to support expanded ship and aircraft operations in the Arctic.196

Investment is key to ensure viable Arctic commerce.
ANWTF, 2012 – Alaska Northern Waters Task Force (“Marine Transportation”, ANWTF Findings and Recommendation, 2012, http://housemajority.org/joule/pdfs/27/hjr0034_anwtf_recommendations.pdf) // GKoo

Immediate investment in Arctic infrastructure is a foremost priority for Alaska and the entire United States. Alaska will need to explore ways to attract substantial sources of capital investment in addition to state and federal funding. Action Is needed to enable the responsible development of resources; facilitate, secure, and benefit from new global transportation routes; and safeguard Arctic residents and ecosystems. This investment will improve the safety, security, and reliability of transportation in the region—a goal established by the U.S. Arctic Policy signed by President Bush in 2009. As interest and activity in the Arctic continues to rise, America's preparedness in the region becomes ever more important to national security.  Increased human activity related to shipping, oil and gas development, commercial fishing, and tourism will require, at a minimum, new ports and safe harbors, equipment and facilities for oil spill response, additional Polar Class icebreakers for the U.S. fleet, and improved charting and mapping.  The U. S. Coast Guard's needs in these areas well illustrate the magnitude of infrastructure investment necessary in the Arctic. The Search & Rescue (SAR) agreement recently negotiated by the eight Arctic Nations through the Arctic Council commits the United States to search and rescue response in regions of the Arctic. Domestically. the National Contingency Plan requires the U.S. Coast Guard to oversee oil spill planning and preparedness in coastal waters and to supervise any oil spill response. Additionally, the U.S. Coast Guard's mission is to protect the public, the environment, and U.S. economic interests in the nation's ports and water-ways, along the coast, on international waters, or in any maritime region as required for national security.1 At present, the Coast Guard has very limited Arctic emergency response capabilities and no permanent bases on Alaska's North Slope to support its operations. Basic needs there include communications, housing, and support facilities. It is especially notable that the Coast Guard has only one operational Polar Class icebreaker, the USCG Cutter Healy. Clearly. the Coast Guard does not have the assets required to carry out its expanding mission in the Arctic. With transformation in the Arctic calling for a broad spectrum of new facilities on such a large scale, the state of Alaska must take an active role in regional planning efforts with communities and their stakeholders. This will help communities develop local strategies and ensure that the state is get-ting the most return on investment for local projects. Some communities may not have the resources to adequately prepare for the future, and the state should take this opportunity to help increase local capacity for the benefit of all Alaskans. 

Inherency Extensions
Now key – regulatory demand means plan may not be legal
Arctic Council 09-(“arctic marine shipping assessment report”, March 09, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/arctic_marine_shipping_assessment.pdf)//MSO

The Arctic is regarded as containing some of the last physically undisturbed marine spaces on earth. Early in the 21st century, the Arctic has also been undergoing extraordinary environmental and developmental changes. Long known as a storehouse of untapped natural resources, high commodity prices and a growing worldwide demand in recent years have the Arctic poised as a significant contributor to the global economy. Increasing regional and coastal marine transport to support the exploration and extraction of oil, gas and hard minerals, coupled with the increasing presence of the global marine tourism industry, have brought a complex set of users to the maritime Arctic. The potential impacts of these new marine uses - social, environmental, cultural and economic - are unknown, but will be significant for Arctic indigenous people and the marine environment already undergoing significant changes due to climate change. Simultaneous with the globalization of the Arctic, marine access in the Arctic Ocean has been changing in unprecedented ways driven by global climate change. Arctic sea ice is undergoing an historic transformation - thinning, extent reduction in all seasons and substantial reductions in the area of multi-year ice in the central Arctic Ocean - which has significant implications for longer seasons of navigation and new access to previously difficult to reach coastal regions. The international scientific community has already taken advantage of these changes through pioneering voyages in the central Arctic Ocean. The same sea ice retreat also has important influences on the regional, Arctic marine ecosystems and future fisheries. Taken together, these changes present increased demands on the existing legal and regulatory structures challenged to meet the needs for enhanced marine safety and environmental protection in the face of increasing Arctic marine activity. Such challenges will require unprecedented levels of cooperation among the eight Arctic states and broad engagement with many non-Arctic stakeholders within the global maritime industry.
DoD Arctic infrastructure is low now
DoD 11 – Department of Defense (“Report to Congress on Arctic Operations and the Northwest Passage”, May 2011; < http://www.defense.gov/pubs/pdfs/Tab_A_Arctic_Report_Public.pdf>)//AB

DoD’s infrastructure in the Arctic, never large in comparison with its posture in other areas, was reduced after the end of the Cold War, reflecting the regional threat assessment and reorientation of Departmental priorities. DoD reviews its global posture regularly in light of the fluid global security environment and adjusts it to reflect the defense strategy and needs articulated by the CCDRs in their theater campaign, contingency, and posture plans. Global defense posture encompasses more than bases and infrastructure; it involves the forces, infrastructure, and agreements designed to sustain U.S. capacity for global reach and power projection in support of national security objectives. The existing Arctic infrastructure is reflective of this process and meets current DoD needs for both operational and contingency plans as well as steady-state defense and security cooperation activities. Any future facilities or bases in the Arctic must be viewed in the context of the larger picture of U.S. global defense posture.

As climate change is opening up waterways for movement, no federal government action leaves Alaskan infrastructure at a standstill

Sorum 07 (Port expansion, arctic shipping and economic development in the north will be effected by global warming and the opening of the Northwest Passage. http://suite101.com/article/advantage-north-arctic-shipping-a23366    Jun 10, 2007   Alan Sorum- BRW)
During the ensuing decades, interest waned in building a port in America's frigid north. But today, global warming has changed commercial and military calculations. Since 2005, the Arctic has had the warmest weather on record, causing sea ice to thaw and opening navigation lanes for longer stretches each summer. A recent scientific assessment by the international Arctic Council estimated that by midcentury the Arctic could be nearly ice-free in the summertime. As long-haul shippers take advantage of change, ship traffic is increasing through the Bering Strait and the Arctic's Northwest Passage. To oversee the increasing sea traffic, the world's Arctic nations in May signed a search-and-rescue treaty. Secretary of State Hillary Rodham Clinton was on hand at the Nuuk, Greenland, meeting of the Arctic Council, along with officials from Canada, Russia and five other northern countries (ClimateWire, May 13, 2011). But despite Clinton's promises that the United States will take an active role in overseeing Arctic traffic, a December report from the Government Accountability Office noted that the U.S. Coast Guard lacks maritime ships and on-shore resources needed to respond to emergency calls. The United States has one active heavy-duty icebreaker -- the U.S. Coast Guard vessel Healy, whose home port is in Kodiak, more than 1,200 miles from Barrow. The 1970s-era icebreaker Polar Star has been sidelined for repairs since 2006, and its sister ship, the Polar Sea, has been decommissioned. Due to budget constraints, the report said, "it is unlikely that the Coast Guard will be able to expand the U.S. icebreaker fleet to meet its statutory requirements, and it may be a significant challenge for it to just maintain its existing level of icebreaking capabilities due to its aging fleet." By comparison, Russia has a fleet of eight active nuclear-powered icebreakers. China owns the world's largest non-nuclear icebreaker and has funded construction of a second that will be ready by 2013. Sweden, Finland, Canada, South Korea and Japan are also adding to their icebreaking fleets. Although the federal government is responsible for search and rescue, spill response and the national defense missions in the Arctic, the U.S. military is downplaying the need for adding resources in the region. A Department of Defense report in May on Arctic operations acknowledged that "only U.S.-flagged ice-capable ships provide visible U.S. sovereign maritime presence throughout the Arctic region." But the report said because "armed conflict" is not expected to break out among the Arctic nations, "the existing defense infrastructure (e.g., bases, ports, and airfields) is adequate to meet near- to mid-term U.S. national security needs. Therefore, [the Defense Department] does not currently anticipate a need for the construction of additional bases or a deep draft port in Alaska between now and 2020." 

Interest in new Alaskan ports now, but the project isn’t adequately funded.

Alaska DoT 11 – (Alaska Department of Transportation and Public Facilities, “State of Alaska Capital Project Summary: Arctic Ports Study”, 07/01/2011 < www.alaskapublic.org/wp-content/uploads/2012/02/Arctic-Ports-Study-Funding-Request.pdf>)//AB

This is a new capital request to fund the study and mapping of potential arctic deepwater port sites, in conjunction with the United States Army Corps of Engineers (USACE). A deepwater arctic port would be a long-term vital asset to national security and to the State's economy. . It would provide a new, northernmost port for the United States Coast Guard (USCG) to protect and patrol the State's arctic waters. USCG icebreakers and other vessels require a minimum of -35 feet. Additional funding to complete the study would be required in FY2013 and FY2014. This project is focused on studying and mapping the Arctic coast in conjunction with the Army Corps of Engineers for a deepwater port site. A separate statewide digital mapping project has received prior capital funding: DNR: $6,000,000 GF total, $7,000,000 federal receipts. DMVA also received $11.4 million in federal receipts in FY06 for this project under what was known as the Alaska Aviation Safety Program. The Arctic coast is approximately 927 miles long or 1,492 kilometers, and a high priority for the State of Alaska and all federal agencies. It is in our interest to learn as much as we can about the region and its potential deepwater (-35 feet or greater) port sites by working with the Army Corps of Engineers conducting a combination of research and mapping in order to develop a list of potential port sites on the State's arctic coastline. An arctic port in Alaska would serve as a major infrastructure asset as the State, nation, and world continue to evolve. In the short term, this would serve as the northernmost port for the USCG, the US Navy (USN), and the National Oceanic and Atmospheric Administration (NOAA) in order for them to protect and patrol this region, and to develop a greater understanding of the factors involved in the potential economic development of the region. In the long term, a potential arctic port could be expanded upon to allow for greater utilization to the state. It could help further diversify the state's economy in many ways. Including: The possibility of an arctic port becoming a direct shipping point for resources developed in the western and northern regions of Alaska.  A major strategic American commercial and military port along the Arctic Coast as vessel traffic increases. A major infrastructure asset to any future potential endeavors to produce oil and gas from deepwater reserves in the Arctic Ocean. Vital information that could potentially be gathered through digital mapping and studies in collaboration with the USACE includes, but is not limited to: depth of water, size and number of vessels, security requirements, hydrographic surveys, ice thickness and movement, operational needs, maintenance requirements, social, economic, and environmental impacts, potential arctic infrastructure development, coastal erosion, storm surge analysis, tsunami inundation analysis, sea rise, disaster preparedness, mitigation and recovery, climate change research, and an understanding of the capabilities of other arctic nations. Attached are two digital mapping charts, one illustrating existing legacy IFSAR elevation data while the other illustrates the 2010 elevation collection. The legacy data is sporadic (i.e. mountain passes and etc.) and with exception of the northern oil and gas regions, the digital data is old and inadequate. Accurate elevation data supports all types of resource, infrastructure and economic development through the streamlining of permitting and construction of supporting networks. This is accomplished through a thorough understanding of the terrain and how the terrain will impact engineering, construction and supply. It also impacts the mitigation of spills, contamination and cleanup.

Not enough funding in the status quo.

Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB
Part of the stimulus for undertaking the Alaska Regional Ports study was the recognition that there are not enough funds available to meet the needs that have already been identified for marine and riverine infrastructure projects. The project decision-making process must explore the possibility of funding projects through other parties or with several organizations as partners.
Commerce Extensions
XT: Solvency

Arctic ports are key to US commercial expansion in the Arctic.

RISE 11 – international program management company (“USACE/DOT&PF Alaska Deep-Draft Arctic Ports Planning Charrette” 5/16/11 < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/071311_charettesummary.pdf>)//AB
All participants agreed on the need for an Arctic port or ports with related marine and upland infrastructure, and on the need for the proposed study. U.S. national sovereignty requires that the U.S. maintain a presence in the Arctic. Development of an Arctic port or ports is an international event involving Russia, Canada and Europe. Arctic traffic is growing, and with it the related requirement to respond to potential incidents with spill response, Search and Rescue, vehicles in distress, etc. The need for emergency respond exists now. More immediate responses could be mooring buoys and increased airfield facilities, while waiting for future port. There is no obvious existing natural site for a deep-draft port in Western Alaska. A new Arctic Port or Ports will require public and private partnerships to build and maintain. Resource extraction is the likely driver for economic development and for initiating port development. There are many potential uses and users for Arctic ports.
New Alaskan ports spur economic growth and development.

Burke, 10 – Citing Mead Treadwell, Lt. Governor of Alaska and chairman of U.S. Arctic Research Commission, which facilitates cooperation between the federal government and northern nations with respect to basic and applied research and development. (Jill, “Melting ice could mean new riches,” 1 March 2010, alaskadispatch.com//HO
Treadwell made the remarks during a moderated panel discussion, "Will the Bering Strait become the Panama Canal of the North?" hosted by the Council on Foreign Relations at Alaska House New York. (Alaska House is a nonprofit organization founded by Alaska Dispatch publisher Alice Rogoff to promote education about Alaska and its Native culture and foster economic development within the state.) The day's discussion, which pulled together Alaska's congressional delegates, regional leaders and industry representatives, centered on the sense of urgency seemingly missing both in the state and nationwide for developing the infrastructure -- like deep water ports and international rules -- that will be needed to tap into a new hustling, bustling Bering Strait. Two of the world's largest mining operations are above the Arctic Circle, including the Red Dog zinc mine in Alaska off the coast of Kivalina, according to Treadwell -- and the Arctic is poised to deliver even more resources. Minerals, fishing, oil and gas, exploration and science, and tourism all have northern footholds. Capturing opportunities related to those activities with the prospect of shorter shipping routes as ice recedes is something Americans need to be thinking about now, Treadwell said. The challenge is building the infrastructure. Deep water ports are needed to accommodate large container ships and provide an anchor for the military presence that will need to increase to keep pace with a rise in offshore activity near the United States' northern coast. Participants, including Rogoff, suggested that developing port infrastructure for Alaska's western coast, from Adak to Barrow, could be an economic boom as important to the state as the trans-Alaska oil pipeline, particularly when even a handful of new port jobs has the potential to pull villages teetering on the brink of economic failure into sustainability. Alaska Sens. Lisa Murkowski, a Republican, and Mark Begich, a Democrat, attended the event and told participants they are aware of the critical role Alaska is poised to play in a changing Arctic environment. Murkowski is pushing for a Department of Defense and Homeland Security feasibility study for a deep water port off Alaska's shores. "This study will determine whether it is in the strategic interest of the United States, as I believe it is, to build a port and where it might be located. A deep water port would not only serve our military and Coast Guard needs, but as we develop our offshore oil and gas reserves and see more shipping, tourism and vessel traffic in the Arctic, a deep water port could provide valuable support," Murkowski said.

Plan solves econ.
Luther 12- staff writer for Alaska Business Monthly (Paula, “Arctic Deep Water Port”, Alaska Business Monthly, January 2012,  http://www.akbizmag.com/Alaska-Business-Monthly/January-2012/Arctic-Deep-Water-Port/)//MSO

The only state in the Arctic region, Alaska bears a lot of the responsibility for meeting this mandate. At the USACE/DOT &PF intense planning session last May, Young acknowledged there has been significant interest in the Arctic by the U.S. as well as other Arctic nations. “The U.S. is an Arctic nation because of Alaska, and Alaska will provide the gateway to our nation’s future,” Young said. “We have the opportunity now to address the prospects of industry years down the road and how we can use changing Arctic conditions to our advantage. Now is the time to be investing in our infrastructure and laying the groundwork. “ Beyond national security and resource development on the national scale, Alaska stands to benefit greatly from the construction of one or more deep water ports along Alaska’s coastline. This major infrastructure asset would provide a direct shipping point for resources developed in western and northern regions and could support future oil and gas development in the Arctic. Mark Luiken, commissioner of DOT&PF stated in a press release, “A deep draft port would be a long-term national asset. It is vital to project U.S. presence, to open up opportunities for economic growth, aid in mineral research and development, and to support continued scientific studies.” The State of Alaska has defined the purpose for the future port as: “To promote economic development, employment, job training and education in the state of Alaska, including areas of rural Alaska was historically high rates of unemployment, through the development and construction of an Arctic port that will attract new industry, expand international trade opportunities, and broaden and diversify the economic base in Alaska in a safe, reasonable and efficient manner.”

XT: Oil

Now’s key – other countries will take all the oil before we get there 

Sullivan, 2012 – E&E reporter (Colin, “Is the US Napping Through the Arctic Thaw”, National Tribal Air Association, http://www.ntaatribalair.org/index.php?option=com_content&view=article&id=1309:jeny&catid=24:climate-change) // GKoo

The United States has fallen well behind other Arctic nations in preparing for an emerging energy economy north of 66 degrees latitude that is likely home to unprecedented finds of oil and natural gas, warn sources in the military and Alaska. The race for reaping potentially trillions of dollars from oil and gas deposits in the Arctic as ice melts there may be on, but the United States has been on the sidelines as Russia, Canada, Norway, Denmark and even China -- a non-Arctic power -- have amassed icebreakers and infrastructure to drill, mine and ship in the region, sources said. Those countries have also been ahead in terms of surveying the region scientifically and submitting claims to the United Nations' continental shelf commission to claim undersea rights to as much as 25 percent of the world's undiscovered oil and gas. "The core of the problem is we don't consider ourselves an Arctic nation, even though we really are," said Melissa Bert, a U.S. Coast Guard captain and visiting scholar at the Council on Foreign Relations. "We are really just strange outliers right now." Bert is the author of a provocative paper that argues the United States lacks a coherent governance and acquisition strategy in the Arctic, said to be home to 30 billion barrels of oil, 220 trillion cubic feet of gas and untold renewable energy sources. This comes as Russia, Norway, Denmark and Canada have taken advantage of their natural proximity to the Arctic to start preparing in practical ways, with government-funded icebreaking fleets, port infrastructure and development of trade routes. Canadian officials, for instance, have been "very smart about what they do with their cash," Bert said, explaining that the energy-rich nation has expanded and modernized a container port in Prince Rupert, British Columbia, on a scale that has already drawn business from busy ports in Vancouver and Los Angeles. "They can move containers onto trains directly, can get to Chicago or anywhere in the East that much faster," she said. "That's the kind of thing as a nation that they're constantly thinking about, while we're stuck in short-term cycles." Bert added: "We don't like to invest government money in infrastructure. They do." 

XT: Uniqueness

New climate change will revolutionize arctic shipping; the United States must act before other countries do

Sorum 07 (Port expansion, arctic shipping and economic development in the north will be effected by global warming and the opening of the Northwest Passage. http://suite101.com/article/advantage-north-arctic-shipping-a23366    Jun 10, 2007   Alan Sorum- BRW)
My professional interests have historically focused on the Alaskan marine transportation industry. A group of like-minded souls met recently in Whitehorse, Yukon to discuss resource development and transportation challenges in the north. Two groups, the Western Transportation Advisory Council and Van Horne Institute, organized the conference entitled Advantage North. The cost and capacity of the transportation system in the north directly effect its economic development. Excellent speakers including Yukon Transportation Minister Archie Lang and Northwest Territory Transportation Minister Kevin Menicoche. One ongoing topic of discussion is the northwest shipping passage through the Canadian arctic. Global Warming and Transportation - The multi-year ice pack of the Arctic has shrunk more than 14% since 1980 and half of the ice present in 1950 is now gone. Shrinking of the ice pack could mean the beginning of routine shipping through the Northwest Passage. Several outside influences including the political instability of Panama and the potential cost savings associated with the route will make the passage even more attractive. Using the Northwest Passage could save millions to dollars to worldwide shipping companies. A shipment from Europe to Asia is around 2,500 miles shorter via the Northwest Passage compared to using routing through the Panama Canal. The Northwest Passage represents a naturally created alternative to the Panama Canal. Two Northern Routes - Oran Young discusses some of marine transportation issues associated with the Northwest Passage in Arctic Shipping: A Tale of Two Passages. Young describes the differences that exist between the Northeast Passage maintained by Russia and the little traveled Northwest Passage in the Canadian Arctic. The former Soviet Union has expended a great deal of funding to develop their Northeast Passage. In comparison, little has been done to develop the Northwest Passage. It appears that the nature of the Northwest Passage will change and it could become ice-free within the next fifty years. Sovereignty - The United States and many countries consider the Northwest Passage international waters. Canada has always considered the area as internal waters and claims sovereignty over the area. There have been several well-publicized crossings made by United States ships in the last few years. The International Law of the Sea generally recognizes the treatment of ice-covered areas as different from normal waterways. Countries are allowed to protect what are perceived as very environmentally sensitive waters. Once the ice disappears, the claim of internal waters goes away with it. The current code of conduct of the Northwest Passage is voluntary. There has been much apprehension expressed by the United States government over Canada’s claim of sovereignty. It is also unlikely that Canada is looking forward to enforcing its national will on Russian, American or Japanese shipping interests using the route. Canada’s maritime conflicts with Spain and Denmark on the East Coast will seem minor in comparison. 

Use of the Arctic increasing now
Arctic Council 09-(“arctic marine shipping assessment report”, March 09, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/arctic_marine_shipping_assessment.pdf)//MSO

Marine use of the Arctic Ocean is expanding in unforeseen ways early in the 21st century. The continued depletion of natural resources in the world has led to an increase in interest in developing Arctic natural resources, and this interest has fostered a transformation of marine activity in the Arctic. In addition, regional climate change and the resulting Arctic sea ice retreat are providing for increased marine access in all seasons throughout the Arctic basin and its coastal seas. The AMSA takes a circumpolar view, but has also considered many regional and local issues where the impacts of expanded marine use may be greatest. The AMSA has also sought the views of the Arctic states, indigenous residents of the Arctic and many non-Arctic stakeholders and participants within the global maritime industry, so as to involve multiple perspectives.  
New Arctic Sea Routes require rapid development of Alaskan port infrastructure.

NOAA 08 – Federal Scientific Agency within US Department of Commerce (National Oceanic and Atmospheric Administration, “Internal Strategy Paper: Transportation; A Strategy for the National Oceanic and Atmospheric Administration” July 2008; < http://www.ppi.noaa.gov/wp-content/uploads/2011/05/Transportation.pdf>)//AB

Transportation enables virtually every aspect of our lives and livelihoods, from work and recreation to the imports and exports fueling U.S. commerce. Every single day in 2006, the U.S. transportation system moved, on average, 57 million tons of freight – food, fuel, and durable goods -- worth nearly $41 billion, up from 53 million tons and $36 billion in 2002. By 2035, freight transportation is predicted to increase to 101 million tons and $114 billion daily.2 Ninety five percent by weight of this freight moves via the Marine Transportation System (MTS), making U.S. waterways the lifeblood of our economy and gateways to our major cities and ports. In fact the MTS’ 360 major ports and 95,000 miles of U.S. coasts are now home to 50% of the population, and 3.4 million square nautical miles of resource-rich U.S. Exclusive Economic Zone (EEZ) also serve as open U.S. borders, with the attendant national security implications and requirements. National security and the health of the U.S. economy depend on a reliable, resilient transportation system across the EEZ, from the ice-laden Arctic and Alaska to the warm Caribbean, from the Pacific and Great Lakes to the Atlantic and Gulf of Mexico. The MTS depends heavily on NOAA services to ensure maritime domain awareness and safe navigation, to prevent groundings and other incidents, to save human lives, and to protect fragile, valuable coastal ecosystems and resources. NOAA services to the MTS include hydrographic surveys and nautical charting, shoreline mapping, geospatial infrastructure and centimeter-level positioning, real time water level data, ice analyses, and forecasts, and oil spill response, satellite search and rescue support, and marine weather forecasts for safe navigation. New national and economic security issues are now emerging onto the MTS stage as global climate change is causing Alaskan and Arctic sea ice to melt at unprecedented rates. The Arctic Council’s 2004 Arctic Climate Impact Assessment found that average temperatures in the Arctic have risen nearly 2 to 3°C (3.6 to 5.4°F) since 1954, causing widespread melting of glaciers and sea ice and a shortening of the snow season. Loss of sea ice and thinner sea ice are also noted in the Intergovernmental Panel on Climate Change 2007 Synthesis Report, and NOAA’s 2007 State of the Arctic Report confirmed a record minimum for summer sea ice extent. On Sept. 16, 2007, ice covered just 1.59 million square miles -- a million square miles less than the average over the last 30 years, according to the National Snow and Ice Data Center in Boulder, Colorado. This climate-change induced reality poses significant threats and opportunities for maritime commerce, security of our maritime domain, subsistence livelihoods and resource management in Alaska and the Arctic region – all activities that rely on or can be severely impacted by marine transportation. The inaccessibility of the nation’s northern reaches once allowed passivity. But now NOAA and its partners must act quickly and strategically to adapt existing NOAA MTS service delivery capabilities to the unique safety and environmental requirements emerging in this region.
Ports/Harbors needed in Alaska now 

Herron and Joule 4/9/12 (Bob Herron and Reggie Joule, staff to Alaska Dispatch, “Four Necessary Arctic Planning and Infrastructure Investments in Alaska,” http://www.alaskadispatch.com/article/four-necessary-arctic-planning-and-infrastructure-investments-alaska?page=0,1) NA 

Studies by the U.S. Coast Guard, the U.S. Navy, the Arctic Council, the U.S. Army Corps of Engineers, and the Alaska Department of Transportation and Public Facilities all identify the need to develop ports and harbors in Arctic Alaska. Given the long lead times for such construction, ports must be among the highest priorities for Arctic infrastructure. Building on the findings of the 2008 and 2011 state/federal Alaska Regional Ports workshops and the 2011 Arctic Ports Charette Study, the state of Alaska and the U.S. Army Corps of Engineers should continue analyzing options for deep- and medium-draft port and safe harbor construction in Alaska's Arctic. It would be valuable for the state to convene an industry-focused Alaska Arctic Ports Workshop to assess the pros and cons of alternative locations and types of ports, address environmental conditions and engineering approaches, and explore funding alternatives.
Status quo infrastructure is insufficient - -new infrastructure development is independently key  to arctic development

Peschka 11(04-05-2011 Managing the Arctic Thaw: A Joint Interagency Approach to a  Potential Hot Spot  LCDR Patrick F. Peschka, USCG http://www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA546296 – BRW)

Though the Arctic Ocean is the smallest and shallowest ocean in the world, and even with the recent melting and the partial opening of sea lanes throughout the region, these facts do not simplify the balancing of space, time, and force.15 The extreme weather and day/night cycles as well as lack of regional infrastructure and support facilities essentially amount to the Arctic being one of the most demanding spaces in which to conduct operations.16 There is little that can be done to change the harsh physical characteristics of the Arctic space. However, the Arctic space can be managed through the factors of time and force. Since time is continuous, and time “lost can never be regained” the factor of force becomes the primary means in balancing space, time, and force.17 Forces that are properly equipped, trained, sized, integrated, procedurally aligned, and mission oriented are critical to successful operations.18 Currently, the U.S. does not possess the land, sea, and air capabilities and infrastructure to properly support its Arctic policy.19 According to a Congressional Research Services report, a former District 17 Coast Guard Admiral, and the U.S. Navy‟s Arctic Roadmap there are significant shortcomings with respect to homeland security and defense, law enforcement, Search and Rescue operations, maritime domain awareness, humanitarian assistance and disaster relief operations, oil spill response, and infrastructure to support and sustain Arctic operations in western and northern Alaska.20  All stress the need to coordinate and integrate efforts. A July 2010 report by the Oceanographer of the Navy stated, “to meet the demands of national security in the changing northern environment, strengthening mechanisms for cooperation among…U.S. agencies must remain a high priority.”21 All of these support the concept of managing the space through combined force management. 

Arctic marine infrastructure is undeveloped now and will be crippled by future shipping.

AMSA 09 – Executive Summary from University of Alaska, Fairbanks (Institute of Northern Engineering, “Arctic Marine Infrastructure” 4/29/09; < http://ine.uaf.edu/accap/documents/AMSAArcticMarineInfrastructure.pdf>)//AB

When compared with marine infrastructure in the world’s other oceans, the Arctic is significantly lacking throughout most of the circumpolar north. The current increase in human activity in the Arctic is placing new demands on Arctic infrastructure needed to support safe marine shipping, protect the environment and respond to emergencies. Anticipated increases in Arctic marine shipping during the coming decades will place additional demands on infrastructure and require innovative, cooperative solutions that best use the limited resources available in this remote region. The findings contained in this section are the result of extensive input received from across a wide spectrum of interests from those experienced in the Arctic maritime operations, including representatives from the Arctic states. The analysis of current Arctic infrastructure included surveys based on information from the Arctic states regarding Arctic ports, capabilities for handling larger vessels, search and rescue assets and icebreaker capacity. In addition, an international workshop was held at the University of New Hampshire in March 2008 to consider infrastructure needs and gaps associated with emergency response to Arctic incidents. Workshop participants represented a broad spectrum of expertise including governmental agencies, industry, non-governmental organizations and indigenous people from the Arctic nations. The workshop, “Opening the Arctic Seas: Envisioning Disasters and Framing Solutions,” considered five realistic emergency scenarios in diverse locations throughout the Arctic. Incidents envisioned involved vessels caught in ice or in a collision, oil spills, search and rescue, environmental damage and disruption of indigenous communities. The workshop report provides a qualitative analysis of risk factors in Arctic marine incidents likely to happen as shipping, tourism, exploration, and development of natural resource such as oil, gas, and minerals increase with the retreating ice cover (See page 176). Major Arctic infrastructure themes emerged and are reflected throughout this section and its findings. Currently, vast areas of the Arctic have insufficient infrastructure to support safe marine shipping and respond to marine incidents in the Arctic. This includes such critical infrastructure components as the accuracy and availability of timely information needed for safe navigation; availability of search and rescue assets, pollution response assets and supporting shoreside infrastructure to respond appropriately to marine incidents; port reception facilities for ship-generated waste, and availability of deepwater ports, places of refuge and salvage resources for vessels in distress. While there are notable exceptions, where infrastructure is more developed, they are the exception rather than the rule. To assist with ship navigation, locating refuges, pollution response and other activities, adequate weather forecasting and warning capabilities are essential and necessitate adequate observations, models and forecasts.

XT: Econ Impact

Maritime transportation is a key internal link into the united states economy 

Sea Power 07 ( MARITIME ADMINISTRATION Sea Power 50. 1 (Jan 2007): 156-159.  Jan 2007 http://proxy.lib.umich.edu/login?url=http://search.proquest.com.proxy.lib.umich.edu/?url=http://search.proquest.com.proxy.lib.umich.edu/docview/235997141?accountid=14667) 
The marine transportation industry supports and contributes to this robust economy. Waterborne cargo and associated activities contributed more than $742 billion annually to the U.S. Gross Domestic Product. America's network of waterways moves 2.2 billion tons of domestic and foreign commerce each year, and the top 50 ports in the U.S. account for about 84 percent of all waterborne domestic and international cargo tonnage. America's maritime infrastructure will only grow in importance. Conservative estimates project that U.S. trade and freight volumes at American ports will double by 2020. The marine transportation industries that carry this trade are going to be essential to the nation's economic future. Continued investment in the nation's maritime infrastructure and assets, including personnel, is essential to keep the transportation network from becoming a chokepoint for the economy. America faces a vast transportation challenge - congestion - that threatens to overwhelm its ports and its distribution network and erase any efficiencies gained from improved vessel and cargo handling designs. Transportation facilitation is linked to the challenges posed by congestion, but also about developing better approaches to moving cargo and people by and dirough seaports. The maritime industry is complicated, involving ports, carriers and snippers, different modes of transportation, and numerous levels and subdivisions of government. It also involves passengers and different commodities that can either be carried in containers or considered break bulk, liquid bulk, dry bulk and RO/RO cargoes. It involves individuals and companies with operations that span from the Alaska North Slope to the Great Lakes and inland waterways to the offshore energy industry and coastwise and international deep-sea carriers. It is international in scope in practically every way. 
Northern ports are key to economic development, security, and reliability of transportation.

Treadwell, 11 – Lieutenant Governor of Alaska, former Chair of the U.S. Arctic Research Commission. (Mead, “Speech: Why the Arctic Matters,” 16 February 2011, ltgov.alaska.gov//HO
An immediate increase in investment in Arctic infrastructure is foremost to Alaska and the United States for responsible resource development. Investment in Arctic infrastructure would do much more to improve the safety, security, and reliability of transportation in the region – a goal set in January of 2009, when President Bush issued an Arctic policy document for the United States that Alaskans had worked on extensively. There are two significant pending events occurring this year: The Arctic Council’s Search & Rescue Agreement, and the Coast Guard’s Maritime Traffic Routing Study. These will demonstrate the need for follow-up infrastructure investment. Infrastructure needs to include new polar-class icebreakers, ports in the Bering Sea and the Arctic Ocean, aids-to-navigation, and forward basing for U.S. Coast Guard and Air National Guard aircraft. For the United States, this changing ocean means we need a robust icebreaker fleet. A National Research Council study out five years ago now called for replacing the two Polar class ships now in port in Seattle – the Polar Star and the Polar Sea. Other studies and assessments of the Coast Guard’s “high latitude” needs have followed. In Alaska, our governor and Congressional delegation have called for construction of new icebreakers. But instead ---- the federal government says we need more studies.

Alaska’s economy strongly relies on waterborne transportation.

Bond et al ’11 - background in shipping and transportation, with experience working in ports on the West coast. Alexus holds a Masters degree in Global Finance, Trade and Economic Integration from the University of Denver, and an undergraduate degree from Tulane University in New Orleans, (Alexus, “Planning for Alaska’s Regional Ports and Harbors” (Northern Economics, Inc. ) Prepared for U.S. Army Corps of Engineers Alaska District and Alaska Department of Transportation and Public Facilities, January 2011, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf)//GS

No other state in the continental U.S. depends on water transportation to the extent Alaska does. Access to water was a critical factor in the development of the state and often dictated the location of communities. Today, Alaska‘s ports and harbors remain an essential element of the state‘s economy. They are critical for the import and export of goods as well as bulk commodities. Alaska waterways provide the transportation corridors for the movement of the majority of the cargo delivered to Alaska, as well as the majority of exports, including all of the state’s oil and gas exports and much of the seafood and minerals. Alaska’s dependence on waterborne commerce is the result of its geography and isolation from the rest of the nation. Alaska’s 33,900 miles of coastline is far greater than that of the entire Lower 48. Commercial shippers serve this extensive coastline as far north as Prudhoe Bay. The Yukon, Tanana, and Kuskokwim rivers and some of their tributaries are also important shipping routes for communities along these drainages (Fried and Keith 2005). There are approximately 476 ports and harbors in Alaska, with 240 in Southeast Alaska and 236 in Southwest and Western Alaska combined (Alaska Department of Transportation and Public Facilities 2008). 31 Of the 123 public ports and harbors in Alaska, 28 are owned by the Alaska Department of Transportation and Public facilities, and 95 are owned by local governments (Alaska Department of Transportation and Public Facilities 2008). 32 In contrast, other transportation modes exist on a modest scale in Alaska. The state is connected to the rest of the nation via the Alaska Highway and the Taylor Highway farther to the north, but it does not have any direct connections to the Lower 48’s interstate highway system except through Canada. With only 1,082 miles of highway, most of which form the triangle between Fairbanks, Anchorage and Tok (an area that represents one-fifth the size of the state), the largest state in the nation ranks 47th in terms of highway mileage (Fried and Keith 2005; Inboundlogistics.com 2004). 33 31 This does not include barge landing and boat haul out facilities along the riverine communities of the Kuskokwim and Yukon Rivers. Alaska’s one year-round rail system operates along the 470-mile Seward–Anchorage–Fairbanks corridor with no outside connection. The Alaska Railroad Corporation is the sole rail freight carrier operating in Alaska. The airports of many Alaska communities lack terminal facilities, paved runways, and runways long enough for jet service, thus restricting the type of air service that is available. Generally, propeller operated aircraft service is the only option, and passenger and cargo space is limited on these aircraft. In short, Alaska’s reliance on waterborne commerce is largely out of necessity
other transportation modes do not have the capability of exporting or importing the full range of goods upon which the state’s economy depends.
Ports are key to hosting cruise-ships and inner-state commerce – those are key to the economy

Bond et al ’11 - background in shipping and transportation, with experience working in ports on the West coast. Alexus holds a Masters degree in Global Finance, Trade and Economic Integration from the University of Denver, and an undergraduate degree from Tulane University in New Orleans, (Alexus, “Planning for Alaska’s Regional Ports and Harbors” (Northern Economics, Inc. ) Prepared for U.S. Army Corps of Engineers Alaska District and Alaska Department of Transportation and Public Facilities, January 2011, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf)//GS

Ports and harbors are the interface of marine-oriented activities such as transportation and fishing, and land-based activities such as manufacturing, resource extraction, and agriculture. At the interface, development is required to support the vessels and landside transportation networks and the goods and material that flow between maritime shipping and landside transportation. This waterfront development can consist of a wide range of activities and businesses ranging from those catering to recreational or small commercial vessel owners and parts and supplies for those vessels, to large warehouses and storage yards to consolidate goods and materials being shipped to or from the port. If we consider the trends that were discussed previously in this report there are several changes in the roles of ports and harbors that may occur in certain locations in Alaska. The change that will be most widely realized in the state is an increase in the density and intensity of development on the waterfront. This trend is evident over the past several decades in many ports around the state. Restaurants and businesses catering to cruiseship passengers or visitors taking a day cruise are now found in many ports. Charter boats are found in many harbors, and fish processing plants provide increased economic activity in the communities where they are located. Smaller and remote communities may not see large cruiseships or even day-cruise boats, but the interface is still there and economic activity can be found around the port or harbor, albeit on a smaller scale. Part of this trend to higher density and intensity of use can be seen in the replacement of industrial and freight transportation activities in many ports around the world by uses that can pay higher land prices. In a number of instances, commercial, office, and even residential uses have replaced Strategic Trends Analysis 26 Final traditional port uses and tenants. This portion of the trend is only likely to occur in a few Alaska cities (e.g., Juneau and Seward) that are constrained by land availability, and where renewal of older elements of a community is presently ongoing. Twenty years ago, many vessel owners had to take large vessels to Puget Sound ports for maintenance and repair. Today, with haul-out facilities for large vessels at Naknek, Kodiak, Unalaska/Dutch Harbor, Seward, and Ketchikan, most Alaskan vessels can now be worked on in local boat yards. Similarly, there has been an increase in the breadth of services supplied to the maritime industry and an expansion of maritime activity. The state’s labor force has grown and Alaska workers now provide many of the skills required to service the vessels located in the state or calling at Alaska ports. This trend is likely to continue as the cruise industry positions more ships in the Alaska trade, the number of mega-yachts calling in Alaska waters increases, and population growth requires larger volumes of fuel and supplies for Alaska residents. The amount of land surrounding waterfronts is limited, so the best option is to increase the density and intensity of this development. Various federal and state agencies could assist local governments in developing the waterfront interface through construction of infrastructure and encouragement of business. We’ve discussed the roles of the USACE and the ADOT&PF in constructing harbors and conducting dredging projects. ADOT&PF can also construct the road connector to such ports or harbors and provide funds through the harbor improvement grant program to address deferred maintenance and other issues. The ADCCED has several grant programs that can be used for waterfront or upland development projects. The Denali Commission can provide road or other connectors as well as provide funding for smaller ports and harbor projects. The EDA participates in projects where it can be demonstrated that jobs will be created. The EDA is more likely to contribute grant funds for waterfront and upland development projects. The USDA has several grant and loan programs that can be used to plan and construct waterfront and upland infrastructure, utilities. There are a number of examples that can be cited where these organizations have funded waterfront and associated uplands development throughout Alaska. The number of such projects demonstrates the level of interest from federal and state parties in making investments in these centers of economic activity. As noted above, the presence of a port or harbor contributes to the total economic activity in a community. This contribution extends beyond the activities and businesses that are located on the waterfront and extends to businesses located elsewhere in the community and the local government(s) that are present. Other businesses, defined as those that are not located on the waterfront, receive additional revenue from the expenditures by vessel owners and crew, and their families, in grocery stores and other commercial entities. Employees at the seafood processing plant spend money in the community and the owner of the plant purchases goods and services from local vendors. Visitors to the community purchase goods and services at local businesses, including charter fishing firms, restaurants, hotels, etc. The local government may have sales taxes and fish taxes that form the primary source of income to the city or borough. In addition to this spending, further expenditures by other business owners, their families, and employees round out the multiplier effect to increase the level of economic activity in the community. The web of interconnected expenditures emanating from ports and harbors is wide and pervasive.
Industries that are the foundation of Alaska’s economy rely on successful transportation ports

Bond et al ’11 - background in shipping and transportation, with experience working in ports on the West coast. Alexus holds a Masters degree in Global Finance, Trade and Economic Integration from the University of Denver, and an undergraduate degree from Tulane University in New Orleans, (Alexus, “Planning for Alaska’s Regional Ports and Harbors” (Northern Economics, Inc. ) Prepared for U.S. Army Corps of Engineers Alaska District and Alaska Department of Transportation and Public Facilities, January 2011, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf)//GS

More than any other mode, maritime transportation is linked to the primary industries that are the foundation of Alaska’s economy, including the oil and gas, commercial fishing, mining, and cruiseship/tourism industries. Alaska’s resource industries generally operate in high production cost environments where distances to markets are great. The main advantage of maritime transportation is Strategic Trends Analysis Final 27 its economies of scale, making it the cheapest per unit of all transport modes for long distances, which fits well for Alaska’s heavy industrial activities. New ports will need to be developed to serve the needs of new resource extraction industries or expansion of current industry into new areas of the state. In some instances, this may result in new ports being developed in existing communities or new enclaves similar to the industrial support center at Prudhoe Bay. In other instances, ports or harbors that have tourism and/or fishing as their major economic activity may see a change in the types of vessels calling at their facilities, creating a need for infrastructure that does not presently exist. While private industry could probably supply such infrastructure, economic development efforts to attract new or better jobs may be the basis for local communities to finance such infrastructure with public funds. In general, Southeast Alaska communities have harbors adequate to meet local demand. Other regions of the state are still developing their marine and riverine infrastructure so most new harbors would be in these regions. The following sections examine the connection of Alaska’s major industries to maritime transportation. Each section then forecasts future demand for maritime operations and facilities based on industry production trends and other factors, including the international developments in maritime transportation discussed in Chapter 2. It is important to note that forecasting future demand for Alaska’s natural resources is difficult. Most of the products produced by Alaska’s resource industries are sold in international markets, and these products generally account for only a small percentage of the overall world supply. Consequently, Alaska industries typically have a very limited ability to influence prices for their products, and resource development in Alaska is subject to the volatility of international commodity markets. Several of the tables in the sections below show the movement of commodities through Alaska ports based on data compiled by the U.S. Army Corps of Engineers. These data may not match data from port records, but the U.S. Army Corps of Engineers is the only source of readily available, comprehensive, and consistent information on the type of products that move through ports.

Northern ports remain critical to Alaska’s economy – early attention is needed to make profit of the thawing sea routes 

Smith and Levasseur, 2003 – a  graduate Diploma in Coastal Engineering and Port Planning in 1979 from the International Institute of  Hydraulic and Environmental Engineering in Delft and a Ph.D. in Physical Oceanography in 1989 from North Carolina  State University. Levasseur is a graduate of the University of Minnesota. He began his career with the Alaska DOT  in 1974 and manages the maintenance and operations efforts for much of Southcentral Alaska (Orson and George, “Impacts of Climate Change on  Transportation Infrastructure in Alaska”, 2003, http://climate.dot.gov/documents/workshop1002/smith.pdf) // GKoo

Ocean Navigation. Continuing trends of lesser  ice extent and thickness (Smith and Lee 2001)  will provide an opportunity for export of natural  resources and other waterborne commerce over  new northern shipping routes. Prospects for  increased international trade through Alaskan  waters via the Northern Sea Route along the  Russia’s northern coast will improve if Arctic  Ocean ice conditions continue to become less  severe. Few ice-breaking cargo ships exist with  a capacity to make the distance advantage of the  Northern Sea Route more profitable than use of  larger ships through the Panama and Suez  Canals or southern cape routes (Smith 1995).  Ice-capable commercial cargo vessels  specifically suited for Alaskan coastwise service  have not been built. Marine transportation  remains critical to Alaska’s economy; so, early  attention to these opportunities will save time  and money getting valuable products to market. River Transportation. Global warming is also  changing Alaska’s rivers as transportation  routes, water sources, and habitats. Projected  precipitation increases will induce higher stream  flows and more flooding. Associated  improvement of bridges and culverts may proveto be a particularly expensive impact of global  warming. Erosion of thawing permafrost banks  will accelerate with increased inundation,  threatening hard-won infrastructure of rural  Alaska river communities, such as Bethel and  Noatak. River ice breakup may continue to  occur earlier and be more difficult to predict in  terms of ice jam flooding risks. Prediction and  prevention of ice jam flooding in Alaska warrant  further study. Conditions for commercial river  navigation may improve for transport of  minerals and bulk exports to tidewater. Since no  State or federal agency is presently responsible  for either charting or marking river channels,  this prospect will be difficult to quantify. A  program to survey river navigation routes would  provide a baseline from which to monitor  change and evaluate improvements for  waterborne commerce. 
Northern Alaskan Infrastructure key to US economy – jobs and payroll proves 

Northern Economics 11 (Institute of Social and Economic Research, Economic Report Overview: Potential National-Level Benefits of Oil and Gas Development in the Beaufort Sea and Chukchi Sea,” 1/20/11, http://www.northerneconomics.com/pdfs/ShellOCS/National%20Effects%202-page%20brochure%20FINAL.pdf) NA 

A new study on potential national-level benefits of Alaska Arctic OCS development, by Northern Economics and the University of Alaska Anchorage’s Institute of Social and Economic Research, builds on a previous study of potential state-level benefits using the same methodology and assumptions. Both reports are available for download from www.northerneconomics.com. Development of new oil and gas fields in the Beaufort and Chukchi Seas resulting in production of nearly 10 billion barrels of oil and 15 trillion cubic feet of natural gas over the next 50 years could create significant economic effects nationwide. An estimated annual average of 54,700 new jobs that would be created by OCS-related development are sustained for 50 years. The total ramps up to 68,600 during production and 91,500 at peak employment. These direct and indirect jobs would be created both in Alaska and the rest of the United States. An estimated $63 billion in payroll would be paid to employees in Alaska as a result of OCS oil and gas development and another $82 billion in payroll would be paid to employees in the rest of the United States. The sustained job creation increases income and further stimulates domestic economic activity. Federal, state, and local governments would all realize substantial revenue from OCS oil and gas development, with the base case totaling $193 billion: $193 Billion Government Revenue • $167 billion to the federal government • $15 billion to the State of Alaska • $4 billion to local Alaska governments • $7 billion to other state governments

Fuel Add-on
Northern routes decrease transportation time and fuel costs – stimulates economy.

ANWTF, 12 – Congressional Joint Committee overseeing the development and maintenance of infrastructure in the Northern waters of Alaska. (Alaska Northern Waters Task Force, “Findings and Recommendations 2012 Marine Transportation,” 30 January 2012, housemajority.org//HO
Within the next ten to twenty years, the loss of perennial sea ice is expected to open Arctic waters for a part of each year to new shipping routes. Maritime powers have been searching for a shorter route from the Atlantic to Asia for centuries. The melting Arctic raises the possibility of two such routes: The Northern Sea Route runs along Russia’s northern border from Murmansk to Providenya and could be used for trade between northeast Asia and northern Europe. The Northwest Passage runs through the Canadian Arctic Islands and the Alaskan Arctic Ocean and could be used for trade between northeast Asia and North America. The economic benefits of these new routes could be significant. Of the two sea lanes, the Northern Sea Route holds particular promise due to superior depth, summers freer of ice, and comparatively direct routing. Therefore, it is anticipated that this will be the preferred Arctic sea lane in the near future. Ships sailing between East Asia and Western Europe could save more than 40% in transportation time and fuel costs by navigating this route instead of the Suez Canal. Currently, most Arctic marine traffic is destinational, delivering goods and supplies to the Arctic or transporting minerals out of the region. In 2006, it was estimated that some 6,000 vessels operated in or transited the Arctic in tourism, minerals mining, oil and gas exploration, military operations, and other activities. Today this number has reached more than 7,000, and many nations are actively building more ships designed to operate in Arctic waters.

The arctic key to economic growth.
Bringham 10(THE FAST-CHANGING MARITIME ARCTIC Brigham, Lawson W. United States Naval Institute. Proceedings136. 5 (May 2010): 54-59. –BRW)

Finding substantial oil or gas at one or both of the lease sites will generate significant international interest and potential Arctic investment. In addition to offshore drilling, experimental voyages along Russia's Northern Sea Route will continue during summer 2010. Beluga Shipping from Germany may again operate one of its heavy-lift ships along the Northern Sea Route, to link Asian manufacturing suppliers to the Russian Arctic. Sovcomflot, Russia's largest shipping company, also indicated plans in late 2009 to conduct an experimental voyage of an oil tanker sailing from the Varendey offshore terminal east along the Northern Sea Route to Japan.10 One of Sovcomflot's 70,000-deadweight-ton shuttle tankers normally carrying oil to Murmansk will be used for this international voyage.11 There have been discussions of a future trial voyage of a liquefied-natural-gas ship from western Siberia to Asia. The technical and operational challenges posed by these voyages have been known for some time and largely overcome in recent years. However, what remains unclear is the overall economic viability of such Arctic voyages, given the costs of icebreaker escort, whether necessary for passage or not, as well as other service fees along the route. These voyages are primary examples of future linkages of Russian Arctic natural resources to global markets. Further, this flurry of marine activity is indicative of continued investment in Arctic marine operations despite the current global economic situation. Globalization, climate change, and geopolitics continue to shape the future of the maritime Arctic. International bodies such as the Arctic Council and International Maritime Organization have awakened to the urgent need to protect Arctic people and the marine environment. They must also address the key issue of inadequate marine infrastructure in much of the region. Many wildcard issues remain to play out, such as the future of Greenland, strategic interests of new stakeholders, future oil and gas discoveries, the plausible loss of multiyear Arctic sea ice, emerging seasonal shipping routes, and much more. Nevertheless, one thing is certain: The Arctic Ocean will be a busier and more complex place. 

Arctic shipping revolutionizes the economy, it is key to alternative energy development too

Sverrisdóttir 07(Mrs. Valgerður Sverrisdóttir Minister for Foreign Affairs, Iceland Organized by the Icelandic Government Contribution to the Arctic Council's Arctic Marine Shipping Assessment Supported by Icelandic Stake Holders: - Eimskip, Samskip, Glitnir, Landsbankinn & Kaupþing http://www.mfa.is/media/Utgafa/Breaking_The_Ice_Conference_Report.pdf  Akureyri, March 27 – 28, 2007)

Today we might be reaching yet a new turning-point in shipping. With the melting of the Arctic ice cover new shipping routes are being opened. What is important is that the new routes will substantially shorten the shipping route for Europe and North-America to important trade destinations in the Pacific. This could mean in some instances a shortening of the shipping distance of up to 40 per cent. In the global perspective, this could provide win win situation for both the world economy and for the environment. The two canals, the Suez Canal and the Panama Canal, can not easily meet the dramatic increase in sea transport in the near future, and the passes around the Cape of Good Hope are too long. Passing through the Arctic might also mean substantial decrease in fossil fuel consumption of fast increasing world shipping activities. Iceland is ideally situated for trans-shipment ports for future Arctic shipping. Moreover, development of alternative energy technologies, such as hydrogen technology, could help reduce emissions of greenhouse gases from shipping. Here in Iceland we have been experimenting with hydrogen technology in public transport, and we intend to bring this experience and the new technology to maritime transportation. Iceland is fortunate to have rich sources of clean renewable energy. Today, this energy takes care of more than 70 per cent of our energy needs. All our electricity and house heating is provided for by our clean renewable energy. Our renewable energy moreover provides for much lower carbon emissions in energy intensive industry. With the development of hydrogen and other clean energy technologies we may also be able to cross the Arctic in a more environmentally sound way. This might sound as a daydream. But let us remember that few people foresaw at the turn of the 20th century foresaw that the bulk of our energy would be supplied by our waterfalls and geysers. Ladies and gentlemen, I would like to express my strong view that Governments on all sides of the Arctic Ocean should take a serious look at the possibility of opening up a new transarctic transportation route, and thus connect the Northern Atlantic directly with the Pacific Ocean. The opening of such a route would decrease the reliance of the world economy on present routes and be an important contribution to global security. This conference, together with your expertise, will make a valuable contribution to our future policy discussions on this important matter. I therefore wish you success in your conference, which I am sure will be fruitful, while I sincerely hope that you will have the opportunity to enjoy my beautiful home surroundings. 

Resources Add-on

Investment in infrastructure is a link to mining becoming a significant portion of Alaska’s economy

Bond et al ’11 - background in shipping and transportation, with experience working in ports on the West coast. Alexus holds a Masters degree in Global Finance, Trade and Economic Integration from the University of Denver, and an undergraduate degree from Tulane University in New Orleans, (Alexus, “Planning for Alaska’s Regional Ports and Harbors” (Northern Economics, Inc. ) Prepared for U.S. Army Corps of Engineers Alaska District and Alaska Department of Transportation and Public Facilities, January 2011, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf)//GS

The mining industry is a builder and user of port facilities in the state. Most facilities are privately owned, but several major facilities, such as the DeLong Mountain Transportation System (DMTS) for the Red Dog Mine and the Skagway Ore Terminal, are owned by AIDEA. The USACE, with AIDEA as the local sponsor, has conducted studies to evaluate a dredged deep draft channel to the DMTS among other alternatives. AIDEA has also conducted other studies to improve the productivity of the DMTS. The Skagway Ore Terminal and associated dock have been the subject of a number of studies conducted by Alaska and Yukon Territory interests over the years. After fueling much of Alaska's employment and population growth during its first 50 years as a territory, mining activity decreased in the years following statehood due to low metal prices, high costs, and lack of infrastructure (Tromble and Windisch-Cole 1997). Although it continues to represent only a small portion of the state's economy, Alaska’s mining industry has the potential for significant growth (Alaska Department Commerce, Community and Economic Development 2009; Tromble and Windisch-Cole 1997). Exploration expenditures were $347.3 million in 2008, more than $18 million higher than the record $329.1 million spent in the previous year. Development expenditures for 2008, reported for 33 projects, totaled $396.2 million, up 24.3 percent from the $318.8 million spent in 2007 and the fifth year with development expenditures exceeding $200 million. Most of Alaska’s mineral and coal exports are dependent on maritime transport. Port facilities are often closely connected to the mine operations. In particular, the weight/value ratio of ore concentrate is generally quite low, and long land transport is avoided to minimize costs. The descriptions below of four large-scale mining operations illustrate the connections between the mining industry and maritime transportation. 
Future mining demands rely on adequate infrastructure

Bond et al ’11 - background in shipping and transportation, with experience working in ports on the West coast. Alexus holds a Masters degree in Global Finance, Trade and Economic Integration from the University of Denver, and an undergraduate degree from Tulane University in New Orleans, (Alexus, “Planning for Alaska’s Regional Ports and Harbors” (Northern Economics, Inc. ) Prepared for U.S. Army Corps of Engineers Alaska District and Alaska Department of Transportation and Public Facilities, January 2011, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf)//GS

In addition to the potential mining projects described above, new mining opportunities may develop as a result of the proposed highway corridor near the Bradfield Canal that would connect Southeast Alaska to the continental highway system. The corridor would provide a much shorter distance to tidewater for several Canadian mining companies in the Iskut-Stikine region, one of the richest mineralized areas in British Columbia, Canada. 54 53 Initially, it was suggested that the port at Homer could be used as a staging area. Under this option, shuttle barges would be used to transport equipment and materials from Homer to a smaller unloading facility at Iniskin Bay (Bradner 2004). However, in order for the proposed road corridor to be considered by the mining companies, a port with adequate infrastructure to accommodate large ocean-going ships would be needed (Northern Economics, Inc. and Parametrix 2009). The potential for commercial, deep draft, ocean shipping to access possible ports that might develop at or near the access road end was assessed in a report by The Glosten Associates, Inc. (2009). The report indicated that it would be feasible for ocean shipping to navigate Bradfield Canal, at least to Duck Point, and possibly a mile or so beyond. Ocean shipping vessels could likewise navigate the Eastern Passage. The preliminary finding was that Blake Channel could be navigated by handysize ocean shipping, but probably not by anything larger due to restricted passages on either side of Blake Island. New mining opportunities may also develop as a result of the proposed Alaska Canada Rail Link, which would provide rail service between Alaska and northern British Columbia. Currently, landlocked mineral resources in portions of Alaska, Yukon Territory, and British Columbia have no means to be economically mined and shipped to market. The proposed Alaska Canada Rail Link, together with the existing Alaska rail line and the Alaska Railroad Corporation’s planned Delta Junction extension, would link new and existing mining operations in Alaska and Canada to North Pacific Rim markets via a U.S. port. Potential annual volume estimates range between 35 and 51 million tons, if all potential mining projects came on line (Tryck Nyman Hayes, Inc. and Riverwise, LLC 2008).

Ports are key to fuel and minerals – current studies solve to late

Hobson, 2012 – EandE reporter (Margaret, “Ageing Infrastructure Adds to Woes od Alsak Bound Fuel Tanker”, E and E Publishing, January 10, 2012, http://www.eenews.net/public/Greenwire/2012/01/10/1) // GKoo

Other Arctic nations are charting northern shipping routes that could save time and fuel costs. The nations are also focusing on development of new frontiers for oil, gas and mineral extraction. Canada and Russia are planning new Arctic harbors or are expanding their existing facilities. Under a joint venture with South Korea, Canada plans to ship liquefied natural gas to the Far East. Now, Alaskan and federal officials are taking a hard look at whether to build at least one deepwater port in the U.S. Arctic. Late last year, Alaska state officials and the Army Corps of Engineers began a three-year, $3 million study to consider where and how to build a marine facility that would cement the United States' role in the Arctic energy and shipping industries. The study will examine potential locations to site floating, man-made ports that could be anchored several miles offshore to serve as terminals for sea-bound traffic or drilling ships. They will also look for shoreline sites that could be dredged and expanded to allow easier access to cargo ships and provide a safe harbor for long-haul tankers and tourist ships. The Army Corps-state study will search state shores from Nunivak Island near Alaska's southwestern coast, along the state's zigzagging western shore line, to the frigid North Slope. A steering committee of business, scientific and government experts, recruited to advise the study team, will begin meeting later this month. By the end of the year, the group hopes to narrow down the list of deepwater port candidates, said Don Fore, a U.S. Army Corps of Engineers-Alaska project manager who is heading the study. Once a site is selected, the financing, planning, design and construction could take 20 years to complete. Industry officials privately estimate that the cost of the project could climb to $1 billion. Alaska officials see the port as an opportunity to attract new business and provide jobs. "The state has requested that we look at deepwater ports essentially for the purpose of extracting minerals," Fore said. Commercial interests are already anticipating greater access to the Arctic. This summer, Royal Dutch Shell PLC hopes to begin sinking exploratory oil wells in Alaska's Chukchi Sea. Mining firms are considering capitalizing on the massive coal reserves in northwestern Alaska, as well as the copper and rare-earth mineral resources. More than ever before, Alaska business leaders are taking a serious look at the business plan for building a deepwater port or harbor along the state's northwest shores, said James Hemsath, deputy director for project development and asset management at the Alaska Industrial Development and Export Authority, a state financing corporation. "It's a little more real" for many reasons, Hemsath said. "Mines that were not economic are now becoming economic because of changes in technology, changes in commodity prices. People are more concerned about search and rescue and the ability to support offshore drilling. Those are all starting to line up. 

The US needs to look North for resources.

Bert 12 (Look North, America Author: Captain Melissa Bert, USCG, Military Fellow, U.S.Coast Guard, 2011-2012 September 27, 2011  International Herald Tribune)
As American lawmakers struggle to fix the economy, they are missing the elephant in the room — or, more aptly, the polar bear. America has a vast pool of untapped resources in its backyard. The North American basin, the Alaskan Arctic, holds an estimated 30 billion barrels of oil and more than 220 trillion cubic feet of natural gas, as well as rare earth minerals and massive renewable wind, tidal and geothermal energy. The economic potential is in the trillions of dollars, as with the Siberian and Eurasian Arctic basins. The difference is that other nations, like China and Russia, have responded by building polar icebreakers and ice-strengthened ships, and by investing in resource exploration. The United States has not. The Arctic is the newest emerging region, and yet the United States has no action plan. Both the Bush and Obama administrations have proclaimed it to be in America's strategic interest, but Washington has done little to convert words to action. The Pentagon, Coast Guard, National Science Foundation, academics and nonprofit organizations have compiled study after study. It's time for policymakers to act. The problem lies partially with the term “Arctic,” which evokes “climate change” and divides decision makers. The fact is, with or without climate change, the Arctic is now. Not one more shard of ice need melt to make this a reality. Maritime activity is increasing annually, and close calls that place people and the environment in extreme peril have become routine. Lack of resources and attention from policymakers could prove deadly to those who live, tour, work or transit the Arctic's pristine waters.

Melting Ice in the arctic is an economic jackpot, although the lacking infrastructure means that initial investment is key 

ORR 11 (Arctic Poised to Become Next Economic Hub Orr, VanessaView Profile. Alaska Business Monthly27. 3 (Mar 2011): 46. – BRW )
After a long winter, Alaskans all over the state heave a collective sigh of relief when the ice begins to melt. In the far north, however, melting ice can mean more than just a break from bad weather - it can mean an economic boom. September 2007 marked the first time that the famed Northwest Passage, which has been virtually impassable in the past because of thick sea ice, was open water from end-to-end. Each year, the number of vessels crossing the Bering Strait increases - from roughly 245 in 2008 to 325 in 2010. Studies of the sea ice show it is declining in both thickness and in the area it covers, opening opportunities for shipping, tourism, gas and oil exploration and more. According to the U.S. Arctic Research Commission's Report on Goals and Objectives for Arctic Research 2009-2010, the first comprehensive assessment of Arctic oil and gas deposits, the region accounts for about 13 percent of the world's undiscovered oil; 30 percent of the world's undiscovered natural gas; and 20 percent of the world's undiscovered natural gas liquids. With this kind of payoff lurking beneath the Beaufort and Chukchi Seas, it's no wonder many countries including the United States are beginning to show an interest in Arctic waters. With the development of such a remote region, however, come many challenges. The area lacks much of the infrastructure needed to support exploration and the environmental issues that come with it; with the introduction of more people and equipment comes the chance that those who have lived in the area for hundreds of years may lose their ability to live a subsistence lifestyle. "It is definitely a cause for concern," said North Slope Borough Mayor and Inupiat Eskimo Edward Saggan Itta of the fact that shipping and exploration could have an adverse effect on Arctic wildlife. "As they go, so go we." 

Oil Addon
And, those industries require substantial long-term infrastructure investment – Alaska’s oil production is steadily decreasing – funding is key

Bond et al ’11 - background in shipping and transportation, with experience working in ports on the West coast. Alexus holds a Masters degree in Global Finance, Trade and Economic Integration from the University of Denver, and an undergraduate degree from Tulane University in New Orleans, (Alexus, “Planning for Alaska’s Regional Ports and Harbors” (Northern Economics, Inc. ) Prepared for U.S. Army Corps of Engineers Alaska District and Alaska Department of Transportation and Public Facilities, January 2011, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf)//GS

Alaska’s oil and natural gas industries stand apart from other resource industries with respect to the relationship between production and world prices. Alaska’s oil and natural gas resources require substantial long-term infrastructure investment. Consequently, once a field comes on stream, the production from that field does not generally change in response to the world price unless the price drops far enough below the field’s marginal cost of production that it is cheaper for the producer to close the well than continue producing. Inflation-adjusted oil prices reached an all-time low in 1998 as the “Tiger Economies” of East Asia spiraled into crisis, cutting oil demand; but just ten years later they reached a record high, possibly due to oil price speculation or other factors. As shown in Figure 7, however, Alaska’s oil production decreased even as prices rose. Alaska’s oil production has dropped from nearly 2 million barrels per day in 1989 to just under 685,000 barrels per day in 2007.

Ports are key to the oil and gas industry – Alaska’s single most important industrial sector

Bond et al ’11 - background in shipping and transportation, with experience working in ports on the West coast. Alexus holds a Masters degree in Global Finance, Trade and Economic Integration from the University of Denver, and an undergraduate degree from Tulane University in New Orleans, (Alexus, “Planning for Alaska’s Regional Ports and Harbors” (Northern Economics, Inc. ) Prepared for U.S. Army Corps of Engineers Alaska District and Alaska Department of Transportation and Public Facilities, January 2011, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf)//GS

The oil and gas industry is by far Alaska’s single most important industrial sector. It generates more than a quarter of the state’s gross state product and supports about one-third of all the jobs held by Alaska residents (Fried 2008; Goldsmith 2008). Oil revenue makes up 88 percent of the state general fund’s unrestricted revenue (Fried 2008). The oil and gas industry is a high-margin business and in Alaska the returns on investment are great enough that the industry and its related contractors have built most of the infrastructure that is required, with a few notable exceptions such as the Dalton Highway and the Deadhorse airport. BP Alaska operates the West Dock at Prudhoe Bay, while ConocoPhillips operates the East Dock in the same area. In both cases, these firms operate the facilities on behalf of all operators that have an investment in the Prudhoe Bay unit. In some cases, an oil and gas industry contractor will step forward to fill the need for marine infrastructure, such as Crowley did in building the Rig Tender dock in Cook Inlet when offshore oil and gas activity began there. Alaska’s Arctic Coastal Plain, commonly referred to as the North Slope, is where the state’s oil production is concentrated. With the discovery of the Prudhoe Bay oil field in 1967 and the ongoing drilling programs on the North Slope, tugs and barges have delivered living quarters, power stations, and service buildings of modular construction Strategic Trends Analysis 28 Final (Haglund 1983). 34 Table 5 Most North Slope crude oil is transported by the Trans-Alaska Pipeline System to the Port of Valdez, where it is loaded onto crude oil tankers (vessels designed to transport crude oil in bulk) for shipment to U.S. West Coast refineries ( ). 35 Table 5 Valdez is the state’s leading port in terms of tonnage, with outbound shipments of petroleum products accounting for nearly all freight traffic at the port (Fried and Keith 2005). The port includes storage facilities with a total capacity of 9.18 million barrels (Alyeska Pipeline Service Company 2010). As shown in , crude oil shipments from the Port of Valdez have steadily declined. This decline is the result of decreasing oil production on the North Slope. After years of pumping, North Slope fields are drawing less oil from the ground (although the North Slope Prudhoe Bay field still pumps more oil than any other site in the United States). Other ports in Alaska also handle petroleum products. Bulk petroleum, delivered to the Port of Anchorage either by rail or pipeline, comprises the port’s primary outbound cargo (Table 6). An extensive tank farm on Alaska Railroad Corporation land adjacent to the port stores liquid fuels that are transported by rail tankers generally originating from refineries near Fairbanks that process North Slope crude oil (VZM/TranSystems–Tryck Nyman Hayes Inc. 1999). Tonnage of petroleum products shipped overseas through the Port of Anchorage is down since 2006 because the refinery, Flint Hills Resources Alaska, LLC in North Pole stopped exporting naptha to Asian and South American markets (Demer 2008; Port of Anchorage 2009).

Oil is key to the economic health of Northern Alaska, but it cannot be drilled until a safety mechanism is in place.

Schmidt, 10 – MS. Award-winning science writer, published in Discover, Science, Natural Medicine. (Charles W, “Cold Hard Cache: The Arctic Drilling Controversy,” September 2010, JSTOR, Environmental Health Perspectives Vol 118, No. 9 page A394-A397//HO
Environmentalists interviewed for this story seem resigned to the notion that drilling on the Alaska OCS is likely at some point. "There's a lot of oil up there, and the state of Alaska desperately wants to go forward on this," Clusen says. Opinions among native groups are divided, adds Jonny Jemming, a Barrow lawyer who represents the North Slope Borough, an Inupiat-led municipal government in northern Alaska. Although many Inupiat, or native people of Alaska, rely in large part on marine subsistence for their dietary needs, their native corporations are also heavily contracted with oil industries in the Alaska OCS, he says. Jemming says it's not fair to say that all Inupiat are against offshore drilling. "There's a realization that these decisions are ultimately made far outside our control," he says. "Oil operations are part of the socioeconomic health of the region. But from what we have seen, the technologies for oil spill mitigation aren't adequate to minimize the risk from these operations. What we have been asking for are the highest safety standards possible and that they be implemented before develop ment takes place. We see this as reasonable ocean management." Still, that raises a difficult question: What would an offshore drilling plan in the Arctic need to demonstrate before it's seen as reason able? The only logical conclusion is that it would show either that a blowout would never occur or that it wouldn't pose an unacceptable risk to the region's fragile ecology. That sets a high bar, and the oil industry will have to show it can meet it.
Arctic development is key to the economy – fishing industry, oil, and natural resources 

Morozov 09 (The Arctic: The Next "Hot Spot" of International Relations or a Region of Cooperation? U.S. Global Engagement Program Yuri Morozov December 16, 2009 http://www.carnegiecouncil.org/resources/articles_papers_reports/0039.html - BRW)

 The Arctic shelf may in the future become an important or even the primary source of crude hydrocarbons. In addition, significant deposits of various ores, including rare-earth metals, have been discovered there. Finally, a huge amount of bioresources are concentrated in the Arctic Ocean, including more than 150 species of fish alone,3 some of which (cod, flounder, herring, navaga, etc.) play a key role in the world fishing industry.4 However, widespread development of the Arctic's natural resources is limited by severe and even extreme weather conditions; extremely low temperatures, heavy permanent and seasonal ice cover on the sea, permafrost on the land, and polar nights. Business operations and daily activities in the Arctic entail high levels of energy consumption and depend on the delivery of fuel, industrial equipment, food, and basic necessities from outside. For this reason, activities are localized in areas important to business and industry. 

Oil Spill Extensions
XT: Uniqueness

Status-quo infrastructure hinders emergency response

Arctic Council 09-(“arctic marine shipping assessment report”, March 09, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/arctic_marine_shipping_assessment.pdf)//MSO

There is a general lack of marine infrastructure in the Arctic, except for areas along the Norwegian coast and northwest Russia, compared with other marine regions of the world with high concentrations of ship traffic. Gaps in hydrographic data exist for significant portions of primary shipping routes important to support safe navigation. In addition, for safe operations in the Arctic there is a need for the same suite of meteorological and oceanographic data, products and services as in other oceans, plus comprehensive information on sea ice and icebergs. Except in limited areas of the Arctic, there is a lack of emergency response capacity for saving lives and for pollution mitigation. There are serious limitations to radio and satellite communications and few systems to monitor and control the movement of ships in ice-covered waters. The current lack of marine infrastructure in all but a limited number of areas, coupled with the vastness and harshness of the environment, makes conduct of emergency response significantly more difficult in the Arctic.

Oil spill in Northern Alaska likely now - emergency response is obstructed in status-quo.

Kroh et al. 12 [Kiley, Michael Conathan, Emma Huvos, "Putting a Freeze on Arctic Ocean Drilling", February 2012, http://www.americanprogress.org/issues/2012/02/pdf/arcticreport.pdf]

Though the refrain “never again” was echoed time and again in the wake of the BP oil catastrophe, we are now facing a new oil spill threat. After spending over five years and $4 billion on the process, the Royal Dutch Shell Group is on the cusp of receiving the green light to begin exploratory drilling in Alaska’s Beaufort and Chukchi Seas this summer.1 Though Shell emphasizes it would drill exploratory wells in shallow water rather than establishing deep-water production wells like Macondo, the fundamental characteristics of the vastly unexplored and uninhabited Arctic coastline may increase the likelihood of a spill and will certainly hamper emergency response capability.2 The decision to move forward with drilling in some of the most extreme conditions on Earth has deeply divided Alaska Native communities, drawn stark criticism from environmental groups, and caused other federal agencies such as the U.S. Coast Guard and the National Oceanic and Atmospheric Administration, or NOAA, to raise concerns about the glaring absence of sound science in the region. This is highlighted in a recent letter to the Obama administration, signed by nearly 600 scientists from around the world, calling on the president and Secretary of the Interior Ken Salazar to follow through on their commitment to science and enact recommendations made by the U.S. Geological Survey before approving any drilling activity in the Arctic.3 In addition to the lack of a scientific foundation, the Arctic has inadequate infrastructure to deal with an oil spill, and response technologies in such extreme environmental conditions remain untested. As we detail in this report, the resources and existing infrastructure that facilitated a grand-scale response to the BP disaster differ immensely from what could be brought to bear in a similar situation off Alaska’s North Slope. Even the well-developed infrastructure and abundance of trained personnel in the Gulf of Mexico didn’t prevent the Deepwater Horizon tragedy. Our Arctic response capabilities pale by comparison. There are no U.S. Coast Guard stations north of the Arctic Circle, and we currently operate just one functional icebreaking vessel. Alaska’s tiny ports and airports are incapable of supporting an extensive and sustained airlift effort. The region even lacks such basics as paved roads and railroads. This dearth of infrastructure would severely hamper the ability to transport the supplies and personnel required for any large-scale emergency response effort. Furthermore, the extreme and unpredictable weather conditions complicate transportation, preparedness, and cleanup of spilled oil to an even greater degree. Much of the Arctic region quite simply remains a mystery, largely untouched by human activity. Yet other Arctic countries are moving forward with oil and gas exploration—Russia signed a $7.9 billion exploration deal with BP last year and Exxon Mobil Corp. and Chevron Corp. are both expected to drill off Greenland over the next few years.4, 5 Last year Norway rejected plans to drill in some areas north of the Arctic Circle, but has indicated it intends to ramp up production in the Barents Sea, a region it shares with neighboring Russia.6, 7 Due to the need for specially designed equipment, long supply lines, and limited transportation, a recent analysis from the nonpartisan U.S. Energy Information Administration found that “studies on the economics of onshore oil and natural gas projects in Arctic Alaska estimate costs to develop reserves in the region can be 50 to 100 percent more than similar projects undertaken in Texas.”8 Despite these hurdles, some in the United States are eager to keep pace with other Arctic nations by tapping into the “great opportunity” for economic gain they believe lies beneath the pristine Arctic waters. Drilling for oil in this fragile region, however, should not be pursued without adequate safeguards in place. If we’ve learned anything from the Deepwater Horizon tragedy, it’s that the importance of preparedness cannot be overstated. That is why we strongly recommend specific actions be taken by the federal government, by Congress, and by Shell and other companies before beginning exploratory drilling in the Arctic. For Shell: • Develop a credible worst-case scenario and have a well-designed and vetted emergency plan in place that includes proof of the ability to respond to a worst- case blowout/oil spill • Demonstrate that a blowout can be contained, including the required installation of redundant emergency shut-off systems • Ensure adequate response capabilities are in place before drilling operations commence For the federal government: • Require and oversee oil spill response drills in the Arctic that prove the assertions made in company drilling plans prior to plan approval • Improve weather and ocean prediction and monitoring capabilities to ensure a safe and effective oil spill response • Engage other Arctic nations in developing an international oil spill response agreement that includes an Arctic Ocean drilling management plan For Congress: • Appropriate adequate funds for the Coast Guard to carry out its mission in the Arctic, including increasing our icebreaking capability • Significantly increase the liability cap (currently $75 million) for oil companies in violation of drilling safety rules • Appropriate additional funds for NOAA research and development to increase oil spill response capacity in the Arctic Certainly, meeting our nation’s energy needs in the near term means maintaining access to domestic offshore oil and gas resources, but it is imperative that we do so in the most prudent, responsible, and environmentally safe manner. And while we applaud the critical reforms implemented by the Obama administration in the aftermath of the Deepwater Horizon tragedy, more must be done. Until the oil and gas industry and its federal partners meet the recommendations we lay out in this report and demonstrate the ability to identify and immediately respond to a blowout or oil spill, the Arctic region of the United States should remain off-limits to exploration and drilling.
XT: Solvency

Investing in Arctic port development is key to safe navigation – prevents oil spills.

NOAA 08 – Federal Scientific Agency within US Department of Commerce (National Oceanic and Atmospheric Administration, “Internal Strategy Paper: Transportation; A Strategy for the National Oceanic and Atmospheric Administration” July 2008; < http://www.ppi.noaa.gov/wp-content/uploads/2011/05/Transportation.pdf>)//AB

NOAA is a leader in providing quality MTS products and services. Applying the range of NOAA skills developed for the contiguous U.S. to the ever-more accessible Alaskan north and Arctic, where there is an urgent need for the infrastructure and information NOAA provides, is a natural and essential path to take. Loss of sea ice and permafrost, rising sea levels and eroding coasts are all occurring at unprecedented rates, and the status quo – limited NOAA service delivery to the region -- is no longer acceptable. A modest investment – on the order of $15M in FY2011 - in the geospatial infrastructure that the rest of the nation takes for granted will enable both the economic promise of the region and environmental protections to unfold. From accurate positioning capability to accurate maps and nautical charts, marine weather forecasts and spill response, NOAA has the opportunity to apply the skills of its oldest, most fundamental missions to maximum return in Alaska and the Arctic. Investing in this suite of services will add immediate benefit to a host of other federal missions dependent upon the same infrastructure to achieve their goals, including Homeland Security, coastal and ocean management, fisheries stewardship, climate change monitoring, and tsunami/storm surge readiness. The first and most critical step – an improved geo-spatial framework -- will enable NOAA and its partners to monitor and describe the physical changes impacting the natural and socioeconomic environment and aid coastal communities with decisions on flood protection infrastructure; harden roads, bridges and observing systems; ensure safe and efficient marine transportation; plan evacuation routes; model storm surge; and monitor sea-level. Improving the vertical geospatial infrastructure will eliminate meter errors in heights and allow efficient, centimeter-level measurement of heights using GPS. NOAA's 1998 Height Modernization Report to Congress estimated a $12 billion constituent benefit from national height modernization, including $9.6 billion for maritime safety; this investment will realize similar benefits for Alaska. Further, GPS-based coastal mapping will be tied more accurately to true elevation (orthometric heights), allowing production of more accurate coastline delineations and map products and improved modeling of storm surge and coastal erosion. Tsunami inundation models and wild fire predication/ control will also be improved through this accurate positioning framework. Active mining claims currently cover 3.6 million acres of land in Alaska. The improved geospatial infrastructure will allow precision mining and increased efficiencies in tapping Alaska’s zinc, lead, gold, silver, and coal reserves. Eliminating the large gaps in shoreline, hydrography, tide and current information, and other MTS geospatial data sets will greatly advance NOAA’s ability to fulfill its statutory responsibilities to support safe navigation in the emerging Arctic marine transportation corridor through accurate, timely and reliable products and services such as charts, tidal datums, and precise marine boundaries. Lack of adequately maintained decision support tools will increase the risk of accidents as vessel traffic expands, with potentially catastrophic effects on a pristine environment. The most effective way to mitigate an accident is to prevent it. In addition, lack of accurate MTS geospatial information may impact the award/management of oil and other offshore leases for energy and mineral exploration and extraction as jurisdiction over offshore submerged lands is determined from baseline marine boundaries. Significant revenues can be involved based on where lines are drawn. One such disputed case went all the way to the Supreme Court (521 U.S. 1 (1997)) and NOAA provided the tidal and shoreline information used in the adjudication.

Ports are key to Arctic emergency response.
Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB

Ports and harbors play an important role in maritime safety and pollution prevention. The lack of places of refuge and emergency response resources on Alaska’s North Slope and northwest regions may become a particular area of concern if the anticipated increase in the number of freighters, cruise ships, oil and gas tankers, dry bulk cargo vessels, and resupply barges passing through the Bering Strait and plying the waters of the Arctic Ocean occurs. In coming years, the provision of Arctic port facilities or harbors suitable for refuge for medium to deep draft vessels may become both a national and international imperative. National defense and emergency response needs may result in ports being developed even though the benefits may be limited due to small resident populations, seasonality, and modest levels of vessel traffic.
Ports strengthen every US Arctic naval asset.

Alaska DoT no date – Alaska Department of Transportation (“Arctic Port Study” no date; < http://www.dot.state.ak.us/stwddes/desports/arctic.shtml>)//AB
The Alaska DOT&PF and the Army Corps of Engineers are co-sponsoring a three-year Alaska Deep Draft Arctic Ports Study to evaluate potential deepwater port locations. The Arctic coast is experiencing increased vessel traffic, a reason for concern for the State of Alaska and federal agencies. An Alaskan Arctic port would serve as a major infrastructure asset and the northernmost port for the US Coast Guard (USCG), the US Navy, and the National Oceanic and Atmospheric Administration (NOAA) in protecting and patrolling an important US coastline. Study efforts for 2012 include: defining the study area, identifying other agency efforts, evaluating public/private partnerships, examining problems and opportunities, establishing siting criteria, conducting scenario analysis, identifying potential sites, engaging stakeholders and communities, and rescoping study effort as needed for following years. 

Port solves biodiversity.
Luther 12- staff writer for Alaska Business Monthly (Paula, “Arctic Deep Water Port”, Alaska Business Monthly, January 2012,  http://www.akbizmag.com/Alaska-Business-Monthly/January-2012/Arctic-Deep-Water-Port/)//MSO

Alaskan leaders have long recognized the need for Arctic port development on a national and state level. Senator Mark Begich introduced seven pieces of legislation in 2009 known as the Inuvikput Package that urged lawmakers to take the necessary steps in maintaining sovereignty in light of increased Arctic traffic and activity while expanding and diversifying Alaska’s economy. Also in 2009, Murkowski introduced legislation that would require the U.S. to undertake a detailed study of the feasibility of establishing a deep water sea port in the Arctic. While the Arctic Deep Water Sea Port Act of 2009 did not become law, Murkowski has continued to lead the national conversation about the strategic importance of the Arctic to the U.S. In a press release dated May 16, 2011, Murkowski states, “It is an exciting and unprecedented time in the Arctic. We know that the environmental changes occurring in the region are happening at a dramatic rate, but the political response has been much slower.” In 2010, Representative Don Young followed up Murkowski’s proposed legislation by introducing the bill H.R. 4576: Arctic Deep Water Sea Port Act of 2010. It also failed to gain traction in Congress. Since the U.S. purchased Alaska in 1887, it has sought to protect its interests in the Arctic. President George W. Bush signed the National Security Presidential Directive (NSPD)-66 on Arctic Region Policy in January 2009, stating goals as: “Meet national security and homeland security needs relevant to the Arctic region; Protect the Arctic environment and conserve its biological resources; Ensure that natural resource management and economic development in the region are environmentally sustainable; Strengthen institutions for cooperation among the eight Arctic nations; Involve the Arctic’s indigenous communities in decisions that affect them; and, Enhance scientific monitoring and research into local, regional and global environmental issues.”
XT: Impacts

Kills Arctic marine life.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB
No oil spill is entirely benign. Even a relatively minor spill, depending on the timing and location, can cause significant harm to individual organisms and entire populations. Regarding aquatic spills, marine mammals, birds, bottom-dwelling and intertidal species, and organisms in early developmental stages—eggs or larvae—are especially vulnerable. However, the effects of oil spills can vary greatly. Oil spills can cause impacts over a range of time scales, from only a few days to several years, or even decades in some cases. Conditions in the Arctic may have implications for toxicological effects that are not yet understood. For example, oil spills on permafrost may persist in an ecosystem for relatively long periods of time, potentially harming plant life through their root systems. Moreover, little is known about the effects of oil spills on species that are unique to the Arctic, particularly, species’ abilities to thrive in a cold environment and the effect temperature has on toxicity.94 The effects of oil spills in high latitude, cold ocean environments may last longer and cause greater damage than expected. Some recent studies have found that oil spills in lower latitudes have persisted for longer than initially expected, thus raising the concern that the persistence of oil in the Arctic may be understated. In terms of wildlife, population recovery may take longer in the Arctic because many of the species have longer life spans and reproduce at a slower rate.95
Arctic species key to life and genetic diversity on Earth.

CAFF 98 – Biodiversity Working group of the Arctic Council (Conservation of Arctic Flora and Fauna, “Strategic Plan for the Conservation of Arctic Biological Diversity”, September 1998; < http://arcticportal.org/uploads/RX/zN/RXzNc4KU8QKfhN_KDw_oQQ/The-StrategicPlanforTheConservofArcticBiolDiv.pdf>)//AB
The species of the Arctic are important for their own sake and for their value, directly or indirectly, to other parts of their ecosystems, including humans. Of particular concern for conservation are rare and endangered species. CAFF’s inventories have identified 39 species and subspecies of rare and endangered birds and mammals and 96 species of rare endemic vascular plants (i.e., those with root systems) in the Arctic. In addition, several shared species, such as murres (guillemots) and eiders, have been targeted for co-operative action as species of common conservation concern. While these species may not be considered rare or endangered at a global level, some populations may be seriously threatened at the local level in parts of the Arctic. Out of the approximately 360 bird species that breed regularly in the Arctic region as defined by CAFF, 279 migrate out of the region and spend the winter in a non-Arctic country. In addition, many Arctic plant species are also found elsewhere, which may affect their overall genetic diversity. The conservation of these species may require co-operative efforts with non-Arctic countries.
Arctic ecology is key to global biodiversity.

Hohn and Jaakkola 97 – US. Department of Interior and Counselor Finnish Ministry of Environment (Janet and Esko, “Arctic Biodiversity: Introduction”, 4/17/97; < http://abt.arcticportal.org/images/stories/report/pdf/Introduction.pdf>)//AB
The Arctic plays host to a vast array of biodiversity, including many globally significant populations [1]. Included among these are more than half of the world’s shorebird species [2], 80% of the global goose populations [3], several million reindeer and caribou, and many unique mammals, such as the polar bear. During the short summer breeding season, 279 species of birds arrive from as far away as South Africa, Australia, New Zealand, and South America to take advantage of the long days and intense period of productivity. Several species of marine mammals, including grey and humpback whales, and harp and hooded seals, also migrate annually to the Arctic (Figure I).
XT: Brink

Accelerating development of the Arctic makes a major spill more likely.

RISE 11 – international program management company (“USACE/DOT&PF Alaska Deep-Draft Arctic Ports Planning Charrette” 5/16/11 < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/071311_charettesummary.pdf>)//AB
All participants agreed on the need for an Arctic port or ports with related marine and upland infrastructure, and on the need for the proposed study. U.S. national sovereignty requires that the U.S. maintain a presence in the Arctic. Development of an Arctic port or ports is an international event involving Russia, Canada and Europe. Arctic traffic is growing, and with it the related requirement to respond to potential incidents with spill response, Search and Rescue, vehicles in distress, etc. The need for emergency respond exists now. More immediate responses could be mooring buoys and increased airfield facilities, while waiting for future port. There is no obvious existing natural site for a deep-draft port in Western Alaska. A new Arctic Port or Ports will require public and private partnerships to build and maintain. Resource extraction is the likely driver for economic development and for initiating port development. There are many potential uses and users for Arctic ports.

AT: Alt Cause

Arctic biodiversity is stable now.

Sala et al 2000 – Professor of Ecology at Brown University (Osvaldo E., “Global Biodiversity Scenarios for the Year 2100”, 3/10/2000, < http://www.uta.edu/biology/watson/lab/Undergraduate%20Reading%20Group/Sala%20et%20al%20%282000%29.pdf>)//AB
If we assume that diversity will respond to global changes, without any interaction among these drivers of change, we project that Mediterranean and grassland ecosystems will be most sensitive to change (Figs. 2 and 3A). In contrast, arctic, alpine, and desert ecosystems will show only moderate changes in biodiversity for reasons that are specific to each biome. The range of changes among biomes projected by this scenario is relatively small, with the changes in all biomes being within 60% of the maximum change. 

Economy

Oil spills tank the economy.
Dorsett 10 – Researcher at Towson University (Melanie, “Exxon Valdez Oil Spill Continued Effects on the Alaskan Economy”, 10/20/10; http://digitalarchive.gsu.edu/cgi/viewcontent.cgi?article=1020&context=caaurj)//AB
Even though cleanup jobs brought a lot of business to Alaska in the short run, the long term net outcome was a loss for Alaskan economy. The visitor spending reduction alone resulted in a loss of $19 million (“An Assessment of the Impact of the Exxon Valdez Oil Spill on the Alaskan Tourism Industry”, pg. 5). The revenue lost from the Alaskan tourism by itself was much less than the revenue paid to all of the cleanup workers. Based on the figures presented, the 11,000 workers when multiplied by the estimated $1,750 earned per week per person, produces a product of over $19 million for just one week of work. Though some of the cleanup workers were local, many of the out of town helpers used the spill cleanup work as a fast cash summer job. However, including the loss in fisheries and non-market value, the spill’s long term net effect is a loss to the Alaskan economy because the long term loss outweighs the revenue gained from cleaning up the oil.

Salmon Addon

Oil spills kill Alaskan salmon and effect every level of ecology.

Cornwall 04 – Seattle Times Staff Reporter (Warren, “Effects of Oil Spill in Alaska could Linger in Remote Bay”, 12/14/04; <http://seattletimes.nwsource.com/html/localnews/2002118774_oilspill14m.html>)//AB

It took a few hours for the Selendang Ayu to spill thousands of gallons of oil into a remote Alaska bay. The effects could linger for years. The immediate damage has already become apparent, as biologists tell of at least one sea otter and various birds swimming amid oil and thick goo along the western side of Unalaska Island. But the toll of oil lingering amid rocks or settling on the sea bed could prove much harder to gauge, measured in damage to otters' livers and subtle survival problems for fish. "Long-term effects is kind of a black box," said Jeep Rice, a biologist at the National Marine Fisheries Service's Auke Bay Laboratory in Juneau. He has spent much of his career studying the effect of the 1989 Exxon Valdez oil spill. For those plotting ways to reclaim oil that has spilled from the Selendang Ayu as well as the larger amount still aboard the freighter, the biggest concerns are sea otters and marine birds. The oil can rob otters and birds of insulation by matting-down fur and feathers, potentially lethal in the harsh Bering Sea winter. When the animals try to clean themselves off, they might swallow the oil. The problem could be made worse by the type of oil, known as "bunker C," which is particularly sticky. "I'm sure if I were a bird or an otter and got some on my feathers it would be almost impossible to clean off," said Rice, who dealt with bunker C oil during a 1997 spill on the island. Spill observers in aircraft have reported seeing one otter in the oil and five birds, including three cormorants and a harlequin duck, said Leslie Pearson, emergency response program manager for the state Department of Environmental Conservation. She expected that number could climb once biologists walk the shoreline fouled by the spill. The area around Skan Bay, where the broken freighter sits, is home to Steller's sea lions, which are listed as endangered under the federal Endangered Species Act. Sea otters also live there. The most vulnerable birds include crested auklets, murres, cormorants, bald eagles, ravens and several sea ducks, including eiders, mergansers, black and surf scoters, and harlequins, said Greg Siekaniec, manager for the Alaska Maritime National Wildlife Refuge, which includes Unalaska Island. [image: image1.png]


 Salmon present another concern because they spawn into streams that flow from nearby lakes into the bays. No salmon are spawning now. But if oil reaches the salmon eggs, it could taint them with toxins or smother them, said Mark Carls, a fishery biologist at the Auke Bay Laboratory. Cleaning up bunker C oil is easier in some ways because it is less likely to soak into sand or gravel than more fluid crude oil. But the oil that's not cleaned up can stay in the environment for years. Alaska's Prince William Sound has become the world's largest laboratory for the study of the long-term effects of oil spills, courtesy of the 11-million-gallon Valdez spill. And disputes continue about how long that damage persisted. Studies there found that oil-spill deposits continued to leach toxic chemicals into the environment for years. Even at minute levels, those toxins can impair the development of fish embryos, Carls said. There's also evidence the toxins show up in animals that forage along the intertidal zone — the area of shoreline inundated by tides, home to abundant food sources such as clams and mussels. Tissue samples from otters' livers and harlequin ducks from Prince William Sound still bear signs of toxic exposure, Carls said. Otter populations in the hardest-hit areas have rebounded slower, or not at all, compared to parts of the sound that largely escaped the spill, Rice said. But the fallout from these problems can be subtle. Some animals may have a slightly harder time surviving or reproducing. But the effects on an entire population can often be difficult to measure, and are disputed even in the closely watched Prince William Sound, Rice said. The 1997 bunker C spill from an errant freighter that grounded near the town of Unalaska killed an estimated 2,000 seabirds, spilled oil into a lake with salmon eggs and forced the temporary closure of mussel beds used by locals, Pearson said. The mussel beds were declared safe in early 1998, Pearson said. But Sharon Svarny-Livingston, environmental coordinator for the Qawalangin Tribe of Unalaska, waited six years before eating the blue mussels, worried the toxin levels were still too high. She still discovers tar balls on the beach left from the spill. 

Salmon are a keystone species– cripples Alaskan ecology.

Helfield and Naiman 06 – Researchers at College of Forest Resources, University of Washington (James M. and Robert J., “Keystone Interactions: Salmon and Bear in Riparian Forests of Alaska”, 2006, < http://myweb.wwu.edu/~helfiej/publications_pdfs/Helfield_Naiman_2006.pdf>)//AB

The term ‘‘keystone species’’ is used to describe organisms that exert a disproportionately important influence on the ecosystems in which they live. Analogous concepts such as ‘‘keystone mutualism’’ and ‘‘mobile links’’ illustrate how, in many cases, the interactions of two or more species produce an effect greater than that of any one species individually. Because of their role in transporting nutrients from the ocean to river and riparian ecosystems, Pacific salmon (Oncorhynchus spp.) and brown bear (Ursus arctos) have been described as keystone species and mobile links, although few data are available to quantify the importance of this interaction relative to other nutrient vectors. Application of a mass balance model to data from a southwestern Alaskan stream suggests that nitrogen (N) influx to the riparian forest is significantly increased in the presence of both salmon and bear, but not by either species individually. The interactions of salmon and bear may provide up to 24% of riparian N budgets, but this percentage varies in time and space according to variations in salmon escapement, channel morphology and watershed vegetation characteristics, suggesting interdependence and functional redundancy among N sources. These findings illustrate the complexity of interspecific interactions, the importance of linkages across ecosystem boundaries and the necessity of examining the processes and interactions that shape ecological communities, rather than their specific component parts. Ecological theory holds that certain animals exert a disproportionately important influence on the ecosystems in which they live. Paine (1966) first described this phenomenon in reporting how a predatory starfish (Pisaster ochraceus) influences the species composition and population density of an intertidal ecosystem. By eating masses of barnacles, Pisaster prevents competitive exclusion by dominant organisms, thereby creating open space for a greater number of species. Paine (1969) subsequently introduced the term ‘‘keystone species’’ to describe those animals that control the integrity and stability of their communities. Since then, the concept has been widely used in ecology and conservation, and the keystone designation has been applied to a wide range of taxa at various trophic levels in various ecosystems (see Bond 1993; Mills and others 1993; Power and others 1996). Although there is no universally accepted operational definition of what constitutes a keystone species, certain requisite traits have been identified. Animals so designated are generally native species that regulate, through their activities and abundances, the productivity, diversity or physical structure of their communities, with influences extending beyond those organisms directly affected through trophic interactions (Paine 1966, 1969). Implicit in the concept is that keystone species are exceptional in their importance relative to the rest of the community (Mills and others 1993), that they are unique in their functioning within the community (Kotliar 2000), and that their impacts are disproportionately large relative to their abundances (Power and others 1996). Loss of a keystone species results in significant changes in the structure or organization of a given ecosystem, presumably with adverse consequences for the survival of other native species or populations.
Natives Addon
Oil spills disproportionately affect Inuits – health and traditional food sources.

Kroh et al 12 – Associate Director for Ocean Communications at American Progress (Kiley, “Putting a Freeze on Arctic Ocean Drilling: America’s Inability to Respond to an Oil Spill in the Arctic” February 2012; < http://www.americanprogress.org/issues/2012/02/pdf/arcticreport.pdf>)//AB 
Whatever the case, the long-term effects of oil spills on public health require significant scientific attention and because certain factors disproportionately impact Alaska Native tribes and villages, should be taken into consideration when weighing Arctic drilling. As the National Commission on the BP Deepwater Horizon Oil Spill and Offshore Drilling emphasized in its report, “a survey conducted one year after Exxon Valdez found that cleanup workers classified as being subjected to ‘high exposure’ were 3.6 times as likely to have a generalized anxiety disorder and 2.9 times as likely to have post-traumatic stress disorder as members of an unexposed group. Alaska Natives were particularly prone to effects of chemical exposure and, for cultural reasons, less likely to seek mental health services.”88 In addition, subsistence hunting and fishing remains a significant source of food for these communities. An oil spill could threaten the populations of fish and game that literally sustain these populations.
Spills kill the bowhead whale, destroying Inuit cultural traditions.
National Academy of Engineering 03 – American National Academies (“Cumulative Environmental Effects of Oil and Gas Activities on Alaska’s North Slope”, 2003; < http://dels-old.nas.edu/dels/rpt_briefs/north_slope_final.pdf>)//AB

The Inupiat Eskimo people of the North Slope have a centuries old nutritional and cultural relationship with the bowhead whale. Most view offshore industrial activity—both observed effects and the possibility of a major oil spill—as a threat to the bowhead whale and, thereby, to their cultural survival. Because noise from exploratory drilling and marine seismic exploration have caused fall migrating bowhead whales to change their movements, subsistence hunters have been forced to travel greater distances to find whales, increasing their risk of exposure to adverse weather and the likelihood that a whale’s tissues will have deteriorated before the carcass can be landed. Recent agreements concerning the timing and placement of exploration in the fall have reduced the effects on subsistence hunters.

AT: Cleanup

Clean-up efforts magnify the damage.
Gillis and Kaufman 10 – Environmentalists and Contributors to the New York Times (Justin and Leslie, “After Oil Spills, Hidden Damage Can Last for Years”, 7/17/10; < http://www.nytimes.com/2010/07/18/science/earth/18enviro.html?pagewanted=all>)//AB

Oil spills produce a powerful impulse to clean up the oil and restore as much of the environment as possible. But that impulse can itself be a source of destruction. No case illustrates that point more starkly than the 1978 spill of the Amoco Cadiz tanker. Caught in a gale, it was propelled against rocks near the shore of northwestern France, spilling 67 million gallons of crude oil that washed over 200 miles of the coast of Brittany. The immediate damage was bad enough: at least 20,000 seabirds found dead, thousands of tons of oysters lost and fish ridden with ulcers and tumors. But then the French authorities made it worse. The area had marshes, and they were hit hard by oil that sank deep into the sediments. The authorities felt they needed to act aggressively. Using bulldozers and tractors, they scraped close to 20 inches of oiled sediment from the top in the most polluted marshes and also straightened and deepened some natural tidal channels, to improve flushing. Over time, these proved to have been disastrous judgments. In areas that were not bulldozed, nature ultimately broke down most of the oil and the vegetation came back. But marsh plants turned out to be highly sensitive to the depth of the sediment, and more than a decade after the spill, the bulldozed marshes are still missing as much as 40 percent of their vegetation. “In the case of Amoco Cadiz, the cleanup operations were more deadly than the pollution itself,” said Jean-Claude Dauvin, a professor of marine biology and ecosystems at the University of Lille in northern France. Much the same dynamic played out in Alaska after the Exxon Valdez spill. In some areas, Exxon power-washed oiled beaches with high-pressure, hot-water sprayers. It made for dramatic television images, with the company seemingly working hard against the spill. But scientists ultimately determined that it was a disaster for the tidal ecology, with clams and other organisms showing greatly delayed recovery on the laundered beaches, compared with oiled beaches that were not cleaned. The lesson, scientists say, is not that people should never try to clean up an oil spill. It is possible to do too little as well as too much. But the calculation of how much to do is tricky, demanding deep scientific understanding of an area’s ecology. Applying supposed common sense has repeatedly led to mistakes. 
Security Extensions
XT: Uniqueness

Current Arctic infrastructure is incapable of supporting naval forward deployment.

Titley and St. John 10 – U.S. Navy Rear Admiral and Director of Climate Change Taskforce/Policy Fellow in Office of the Oceanographer of the Navy (David W. and Courtney C., “Arctic Security Considerations and the U.S. Navy’s Roadmap for the Arctic” < http://www.usnwc.edu/getattachment/e0734d9a-386e-4a2c-ba9d-86e7b290c57f/Arctic-Security-Considerations-and-the-U-S--navy-s>)//AB

While the Navy has a rich history in the Arctic, several challenges must be met to ensure successful operations in the future. These include the lack of support infrastructure and logistics support, environmental hazards such as drifting sea ice and icing on exposed surfaces, and communications difficulties. Antiquated nautical charts, drifting ice, low visibility, and the paucity of electronic and visual navigation aids hinder safety of navigation. A lack of coastal installations also contributes to the difficulty of search and rescue (SAR) operations. The only American-owned deepwater port near the Arctic basin is Dutch Harbor, in the Aleutian Islands.35

Status quo can’t support military operations
DoD 11 – Department of Defense (“Report to Congress on Arctic Operations and the Northwest Passage”, May 2011; < http://www.defense.gov/pubs/pdfs/Tab_A_Arctic_Report_Public.pdf>)//AB

U.S. infrastructure capable of supporting current military operations is sparse, particularly in northern Alaska and the Aleutian Islands, with the exception of Dutch Harbor. In the eastern Arctic (Baffin Bay plus the Greenland, Norwegian, and Barents Seas), U.S. forces can receive support from Thule Air Base, Greenland, or rely on Allied nations for necessary basing and infrastructure support.

Arctic resources and shipping are vulnerable to attack.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

Aside from access and right of passage, the Navy and Coast Guard, in particular, must also be concerned with strategic choke points such as the Bering Strait, Canada’s Queen Elizabeth Islands in the Northwest Passage, and Russia’s Severnaya Zemlya and New Siberian Islands in the Northern Sea Route. These narrow passages offer some protection from persistent ice blockage, but they are also vulnerable to control or blockade by adversaries that would significantly disrupt potential commercial shipping and oil transport.... U.S. naval interests will face new challenges in an increasingly ice-free Arctic with a strategic objective to understand potential threats to the United States from the maritime domain. As throughout the global commons, the U.S. Navy must be aware of activities that could be harmful to national security interests in a region that will, no doubt, see fewer barriers to access by potential adversaries in the future. National and homeland security interests pertinent to the U.S. Navy in the region would include early warning/missile defense; maritime presence and security; and freedom of navigation and over-flight.... The region is primarily a maritime domain and the U.S. Navy of the future must be prepared to protect sea lines of communication supporting maritime commerce and other national interests—including national security—there. In addition to thinking through how we adjust our shipbuilding emphasis to support such operations, the Navy should also be thinking strategically about building the necessary infrastructure to provide logistic support for Arctic patrols, search and rescue capabilities, and shore-based support activities.

XT: China War

The Chinese are coming and they want our Arctic.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

China has also evinced a growing interest in the Arctic region, based mainly upon its interest in the possibility of shorter sea routes and in the eventual development of energy-related natural resources. China’s economy is strongly dependent upon exports; one analyst has reported an estimate that one-half of China’s GDP is reliant upon shipping. China also is reliant upon ocean shipping for its large petroleum imports. The opening of Arctic sea corridors north of Russia and/or Canada would drastically reduce both sailing times and transportation costs. Beijing is keenly interested in having free access to these waterways. Some Chinese analysts reportedly are encouraging the government to challenge Canada’s claim of sovereignty over the Northwest Passage. China has also been active in conducting research on the Arctic; it acquired a large icebreaker in 1993 and is planning to construct domestically a state-of-the-art polar capable research vessel. In addition, it has established a research station in the Svalbard archipelago and has beefed up the size of its embassy staff in Iceland.176 Some Chinese leaders have voiced concern over perceived emerging security issues in the Arctic. In early March 2010, a Chinese admiral stated that “the current scramble for the sovereignty of the Arctic among some nations has encroached on many other countries’ interests,” and he added that China had to “make short and long term ocean strategic development plans to exploit the Arctic because it will become a future mission for the navy.” 

China is preparing to confront both Russia and the US in the Arctic.

Blunden 1/20 – contributor to Chatham House International Affairs and author on geopolitics (Margaret, “Geopolitics and the Northern Sea Route”, 1/20/12, < http://www.chathamhouse.org/sites/default/files/public/International%20Affairs/2012/88_1/88_1blunden.pdf>)//AB

The NSR is a contested waterway, Russian claims of sovereignty conflicting with the official US and EU position that it passes through international straits. Most interested parties have so far not challenged Russia’s de facto control, buttressed by its regional military superiority, or its regulatory regime. The increasingly widespread adoption of the Russian name, the Northern Sea Route, rather than the North-East Passage (the earlier European term), is significant in itself. However, Chinese academic analysts have suggested that China could consider contesting Russian and Canadian sovereignty over, respectively, the Northern Sea Route and the North-West Passage.6 Changes in transport routes have historically been associated with seismic shifts in the balance of economic and political power. The drive to secure port bases and the deployment of naval forces have historically followed in the wake of the merchant ships. The development of the NSR for routine intercontinental transit, a possibility not ruled out in Germany and China, would signal a dramatically changed geopolitical environment. One possible scenario of Chinese naval vessels, tasked with protecting Chinese merchant ships, in the seas north of Russia or in the North Atlantic, would confront Russia and NATO with a challenging new security environment.
XT: Russia War

Russia is going to press its claims in the Arctic.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

Throughout the Cold War, the Arctic region was a zone of strategic interest, where the United States, the Soviet Union, and allied states conducted naval maneuvers and tested ballistic missiles. With the collapse of the Warsaw Pact and the Soviet Union, however, the importance of the high north diminished in the 1990s. Although the establishment of sovereignty through the demarcation of boundaries in the region is being conducted peacefully under the auspices of the U.N. Convention on the Law of the Sea (UNCLOS), the Arctic is once again being viewed by some as a potential emerging security issue. Canadian academic Rob Huebert pointed out that in August 2010 the United States, Canada, and Denmark conducted in the Canadian Arctic their annual joint naval exercises involving several advanced and powerful warships. Huebert observed that “while defense officials are quick to point out they see no military threat to the region, it’s still interesting to see these three Arctic friends coming together to improve their naval combat capability in the Far North.”172 The Russian government has stated that, although it deplores the notion of an arms race in the region and does not foresee a conflict there, it intends to protect its Arctic interests.173 In varying degrees, the Arctic coastal states have indicated a willingness to establish and maintain a military presence in the high north.174 Although some have argued that terrorism and hijacking may constitute security concerns in the region, others maintain that such threats are chimerical, given the challenges of distance and geography, and the difficulty of navigating in a polar environment. At the conclusion of a meeting in September 2010, Russian Foreign Minister Sergei Lavrov and Canadian Foreign Minister Lawrence Cannon stated that “any militarization [of the Arctic] is out of the question.”175

The US is going to dispute Russian and Canadian claims in the Arctic.

Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB

Russia and Canada claim formal jurisdiction over the Northern Sea Route and Northwest Passage, respectively, based on Article 234 of the 1982 United Nations Convention on the Law of the Sea (also called the Law of the Sea Treaty). Article 234 – Ice Covered Areas- allows coastal state to establish laws and regulations to prevent, reduce, and control marine pollution within ice covered areas of their Exclusive Economic Zone (EEZ). Under the provision, Russia has unilaterally prescribed and enforced extensive jurisdiction over the Northern Sea Route. Since 1991, for example, when the Northern Sea Route was opened to foreign vessels, the Northern Sea Route Administration in Russia’s Transport Ministry has imposed multiple fees and taxes to travel the route. For comparable ships, these fees are about two times higher than those for passage through the Suez Canal, as they include payment for the assistance of an ice-breaker ship, meteorological forecasts, and other costs (Verny 2009). There is some thought that Article 234 may also be used by Canada to regulate international vessel transits through the Northwest Passage (Arctic Council and PAME 2009). It is uncertain whether Russia’s or Canada’s claims of jurisdiction over the Arctic Sea route swill be disputed by the United States and other countries and, if so, whether the disputes can be successfully resolved in an international framework. While the United Nations has jurisdiction, through the Law of the Sea Treaty, to consider various claims, the United States has not yet ratified the Treaty and could maintain exemption from any resolution (Tryck Nyman Hayes, Inc. and Riverwise, LLC. 2008).

Russia is ready to deploy troops.

CNTV 2/22 – Chinese National Web-Based TV Broadcaster (China Network Television, “Russia plans to deploy its first Arctic Brigade in 2015”, 2/22/12; < http://english.cntv.cn/20120222/109552.shtml>)//AB

MOSCOW, Feb. 21 (Xinhua) -- Russia has planned to deploy its first motorized Arctic brigade in 2015, said a senior military official on Tuesday. According to the Russian ground force commander-in-chief, Col. Gen. Alexander Postnikov, the brigade could be set up when the troops receive necessary weapons and equipment. "The Ground Forces are ready to form such brigades in the very near future, but to achieve the optimal mobility and protection, they need to get the special equipment and gear first," Postnikov was quoted by the Interfax news agency as saying at a press conference here. The Arctic brigades will receive a multipurpose armored gun transporter MT-LBV, he added. Russian President Dmitry Medvedev has called for measures to better protect Russian interests in the Arctic by 2020. The Russian Defense Ministry said in 2011 that two Arctic brigades would be established in Murmansk or Arkhangelsk in northern Russia.

No cooperation –Putin wants blood.

Krickus 3/3 – professor emeritus at University of Mary Washington; Oppenheimer Chair for Warfighting Strategy at the U.S. Marine Corps University (Richard, “Putin: Preparing Russia for War”, 3/3/12; http://www.lithuaniatribune.com/2012/03/03/putin-preparing-russia-for-war/)//AB
In anticipation of victory in Sunday’s presidential election, Vladimir Putin has published a bold manifesto outlining Russia’s national security agenda. Macho comments of this nature are in keeping with politicians running for high office almost everywhere and should be taken with the preverbal “grain of salt.” Nonetheless, since Putin controls a nuclear strike force capable of destroying much of the world, his comments are deserving of serious scrutiny. They have perplexed analysts both inside of Russia and abroad. First off, given its awesome nuclear arsenal, it is inconceivable that any adversary would wage war against Russia. This is certainly the case of the U.S., which Putin has demonized in what amounts to a presidential campaign. His counterparts in Washington know that his intemperate remarks are for domestic consumption but when the leader of a great country makes them, they have consequences. They not only make Russia’s neighbors anxious, they unnerve leaders in the West, including some who continue to harbor the same Cold War demons that haunt Putin and his associates. Since Putin has the capacity to win this Sunday’s election without any saber rattling, they are gratuitous. And it is troubling to those in Washington who want to cooperate with Russia—in spite of areas of friction– in addressing shared international security problems. Second, to protect itself Russia must have a conventional as well as a nuclear deterrent capability. That said, some of Putin’s critics at home warn that if Putin intends to create a conventional capability that matches the U.S., he will fail. To reach that conclusion, all one needs to do is to compare Russia’s population and economy with the world’s only superpower. Efforts to reform the military must be aligned with Russia’s capabilities and the growing economic expectations of its people. Above all, those military planners who use Cold War criteria to justify a surge in the country’s conventional forces must instead assess the strategic environment as it truly exists in the early 21st century— i.e., one where large general purpose forces may not serve Russia’s military requirements. Third, many proponents of Russian modernization have expressed concern with Putin’s assertion that “The huge resources invested in modernizing our military-industrial complex and re-equipping the army must serve as fuel to feed the engines of modernization in our economy, creating real growth and a situation where government expenditures funds new jobs, supports market demand, and facilitates scientific research.” But economists deem it a mistake to rely upon Russia’s military-industrial complex to take the economy to a new level of development. If the Kremlin chooses this path, it will eventually take the country down a “dead-end.” Russia is blessed with enormous natural resources and gifted scientists, engineers and well-educated men and women capable of producing a prosperous country. But to tether Russia’s future to a problematic military development drive is neither in the interest of Russia nor the world community. It ultimately will lead to stagnation and an upsurge in public discontent. Now is the time to take a more productive course—one that requires a truly pluralistic political system. Unfortunately, those individuals that have become wealthy as a consequence of Putin’s system will fight any effort to change it even if it is the national interest to do so. There are those among the elite that realize that this contradiction guarantees a problematic future for the country but they do not possess the means to reboot Putin’s “power vertical.” That is unfortunate for with the surging middleclass, the more enlightened members of the elite could find a path out of the existing cul-de-sac. That outcome, of course, rests on the assumption that after his presidency is secure, Putin will have the courage and wisdom to take it? 
Every Russian move in the Arctic is perceived as militarization.

Bert, 12 – Military Fellow, U.S. Coast Guard. (Cpt. Melissa, USCG, “A Strategy to Advance the Arctic Economy,” February 2012, http://www.cfr.org/arctic/strategy-advance-arctic-economy/p27258//HO
Like the United States, the Arctic nations of Russia, Canada, Norway, and Denmark have geographical claims to the Arctic. Unlike the United States, however, they have each sought to exploit economic and strategic opportunities in the region by developing businesses, infrastructure, and cities in the Arctic. They have also renewed military exercises of years past, and as each nation learns of the others' activities, suspicion and competition increase. When the Russians sailed a submarine in 2007 to plant a titanium flag on the "north pole," they were seen as provocateurs, not explorers.

The continental shelf is a particular point of contention. Russia claims that deep underwater ridges on the sea floor, over two hundred miles from the Russian continent, are part of Russia and are legally Russia's to exploit. Denmark and Canada also claim those ridges. Whichever state prevails in that debate will have exclusive extraction rights to the resources, which, based on current continental shelf hydrocarbon lease sales, could be worth billions of dollars.

Debates also continue regarding freedom of navigation and sovereignty over waters in the region. Russia claims sovereignty over the Northern Sea Route (NSR), which winds over the top of Russia and Alaska and will be a commercially viable route through the region within the next decade. The United States contends the NSR is an international waterway, free to any nation to transit. The United States also has laid claim to portions of the Beaufort Sea that Canada says are Canadian, and the United States rejects Canada's claim that its Northwest Passage from the Atlantic to the Pacific is its internal waters, as opposed to an international strait. Canada and Denmark also have a boundary dispute in Baffin Bay. Norway and Russia disagree about fishing rights in waters around the Spitsbergen/Svalbard Archipelago.

Heg Add-on

Arctic naval presence is key to US heg.
Watts 05 (Robert Watts Maritime Critical Infrastructure Protection: Multi-Agency Command and Control in an Asymmetric Environment  — Volume I No. 2: Fall 2005 — http://www.hsaj.org/?fullarticle=1.2.3- BRW) 

Access to the sea is vital for economic expansion and as a means to project national power. Ports are essential in maintaining this link. But ports are not fortresses; as open industrial and commercial centers, port infrastructure is particularly vulnerable to a dedicated enemy. An effective attack against critical maritime infrastructure has the potential to cause major economic disruption nationwide, create mass casualties, and limit or halt deployment of naval power. As such, ports are logical targets for terrorists bent on striking at vulnerabilities; the destruction of ports would have significant impact on our nation. Lessons from the past indicate that the key to effective defense is tactical coordination through dedicated multi-agency command and control. During the Cold War, the Coast Guard-Navy model for command and control was to deal with a military threat from the sea, but this has changed with the new asymmetric threat of GWOT. The diversity of the threat against our ports and the number of regulatory agencies that oversee critical infrastructure requires an expanded comprehensive command and control system that fuses multi-agency intelligence, has understanding of multi-agency capabilities, and can provide direction to these forces in the field. 

Fishing Lanes/Water Wars

Fresh water and fish scarcity triggers escalating Arctic wars.

Roughhead 11 – US Navy Four Star Admiral (Gary, quoted in “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; original statement made 6/20/11; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

The U.S. Navy’s interests in the Arctic are not new, of course. We have many decades of experience with exploration and, indeed, episodic operations in the waters of the Arctic Circle.... But never has our interest encountered the confluence of trends, as projected by the U.S. Geological Survey in 2008 and the National Research Council this past March, that promises to change the Arctic so pervasively, and in so doing affect the global environment for which we plan and program our future fleet.... In projecting the impact of climate change in the northern latitudes, however, I’m reminded of what Dr. Lubchenco observed just this past March, when she said, “what happens in the Arctic does not stay there.” The trends we discuss here, in a similar timeframe, promise more disruption and disorder in a world whose population is growing rapidly, and moving to megacities on or near the coasts of almost every continent. The prospects of sea level rise, for some megacities, or the coral islands of the Maldives, are similarly daunting. We also have to consider the likely frictions that arise as fishing stocks migrate with changing sea temperatures, and the very real possibility that conflicts in the future will be fought over access to dwindling natural supplies of fresh water. It is because of these projections that our Navy is preparing for increased demand, both in the region - where we will maintain our access and uphold the freedom of navigation as a global good - and beyond, where we expect developments to expose the costs of our national reluctance on the Law of the Sea convention and to test our present understanding of customary legal guarantees to the very freedoms behind our global operations today. We are considering the technical requirements for polar operations to support our strategic objective of a safe, stable, and secure Arctic region where our national interests are safeguarded – namely, how and when to build forces capable and competent for the harsh northern climes.
AT: Cooperation

Cooperation impossible – Arctic imperialism is coming with or without the US. Militarist epistemology is held by every Arctic state.

Griffiths 92 – professor emeritus of political science at University of Toronto (Franklyn, “Arctic Alternatives: Civility or Militarism in the Polar North”, 1992; < http://books.google.com/books?id=hC4gEsSR1JwC&pg=PA66&lpg=PA66&dq=arctic+deterrence&source=bl&ots=KQJsp9LeNm&sig=Y4pi9z17VlRBllxLBRftpfAJwwE&hl=en&sa=X&ei=dfrxT6qNJIzntQa9naiQDw&ved=0CE4Q6AEwAjgU#v=onepage&q&f=false>)//AB

Nonetheless, international co-operation, in the Arctic as elsewhere, is not easy to achieve. While the prospect of realizing joint gains is a necessary condition for co-operation, it is by no means a sufficient one. One of the most robust findings of the social sciences is that parties behaving in ways that seem rational from and individualistic point of view regularly produce collective outcomes that are suboptimal (sometimes drastically suboptimal) for all concerned. In this section we identify some of the substantive obstacles that must be overcome in efforts to take advantage of the growing opportunities for international co-operation in the Arctic. We then proceed, in the following section, to comment on several collective action problems that may impede the process of arriving at agreement on co-operative arrangements for the Arctic. At the most general level, there is, as the Soviet Prime Minister, Nikolai Ryzhkov, has put it, a “lack of trust that has built up in a region that is so sensitive form the viewpoint of security interests.” Unlike the oceans where there is a long-standing tradition of shared use or Antarctica where a complex of co-operative arrangements in the area of science emerged during the International Geophysical Year of 1957-8, the Arctic has been plagued by a variety of expansive and often conflicting jurisdictional claims during the twentieth century. The growing geopolitical significance of the region has combined with these jurisdictional conflicts to heighten the sensitivities of officials in all the Arctic countries regarding the strategic implications of new developments in the region. What is needed, then, to reverse the resultant atmosphere of distrust is a broad commitment to “mutual respect for each other’s interests, and the development of mutually useful cooperation, in the course of which trust is born and strengthens, and the ‘image of the enemy’ collapses, in its place is taken by the image of the partner.” We note as well a striking disjunction between the strategic perspective on Arctic affairs and the point of view of those who approach the region in cultural, scientific, or environmental terms. Military planners tend to think of the Arctic as a theatre of operations for weapons systems and as a potential theatre for actual combat. Such a perspective is antithetical to the views of those who perceive attractive opportunities for collaboration in scientific research in the Arctic and of those who sense a growing need for co-operation to protect shared ecosystems of the region. Even more to the point, the perspective of the military planners is viewed with horror by the permanent residents of the Arctic who regard the region as a homeland rather than as a theatre for the interactions of alien powers. 

Distrust, cultural, governmental, and ethnic distinctions break down diplomacy in the Arctic.

Griffiths 92 – professor emeritus of political science at University of Toronto (Franklyn, “Arctic Alternatives: Civility or Militarism in the Polar North”, 1992; < http://books.google.com/books?id=hC4gEsSR1JwC&pg=PA66&lpg=PA66&dq=arctic+deterrence&source=bl&ots=KQJsp9LeNm&sig=Y4pi9z17VlRBllxLBRftpfAJwwE&hl=en&sa=X&ei=dfrxT6qNJIzntQa9naiQDw&ved=0CE4Q6AEwAjgU#v=onepage&q&f=false>)//AB

Another general obstacle to international co-operation in the Arctic arises from a lack of mutual knowledge and understanding among the Arctic states regarding each other’s organizational arrangements and decision-making processes. While scientific research in the Western countries is ordinarily carried out by scientists based in universities, for example, scientific research in the Soviet Union is spearheaded by scientists attached to the Soviet Academy of Sciences. Though the native peoples of the Soviet north share many problems with their counterparts in the North American Arctic, they are ethnically and culturally distinct so that they do not fit easily into organizations like the Inuit Circumpolar Conference. 
Nobody cares about climate change and cooperation – the Arctic arms race is now.

AP 4/16 – American News Agency (Associated Press, “The New Cold War: Militaries Eying Arctic Resources”, 4/16/12; < http://www.foxnews.com/scitech/2012/04/16/new-cold-war-as-ice-cap-melts-militaries-vie-for-arctic-edge/>)//AB
To the world's military leaders, the debate over climate change is long over. They are preparing for a new kind of Cold War in the Arctic, anticipating that rising temperatures there will open up a treasure trove of resources, long-dreamed-of sea lanes and a slew of potential conflicts. By Arctic standards, the region is already buzzing with military activity, and experts believe that will increase significantly in the years ahead. Last month, Norway wrapped up one of the largest Arctic maneuvers ever -- Exercise Cold Response -- with 16,300 troops from 14 countries training on the ice for everything from high intensity warfare to terror threats. Attesting to the harsh conditions, five Norwegian troops were killed when their C-130 Hercules aircraft crashed near the summit of Kebnekaise, Sweden's highest mountain. The U.S., Canada and Denmark held major exercises two months ago, and in an unprecedented move, the military chiefs of the eight main Arctic powers -- Canada, the U.S., Russia, Iceland, Denmark, Sweden, Norway and Finland -- gathered at a Canadian military base last week to specifically discuss regional security issues. None of this means a shooting war is likely at the North Pole any time soon. But as the number of workers and ships increases in the High North to exploit oil and gas reserves, so will the need for policing, border patrols and -- if push comes to shove -- military muscle to enforce rival claims. The U.S. Geological Survey estimates that 13 percent of the world's undiscovered oil and 30 percent of its untapped natural gas is in the Arctic. Shipping lanes could be regularly open across the Arctic by 2030 as rising temperatures continue to melt the sea ice, according to a National Research Council analysis commissioned by the U.S. Navy last year. What countries should do about climate change remains a heated political debate. But that has not stopped north-looking militaries from moving ahead with strategies that assume current trends will continue. Russia, Canada and the United States have the biggest stakes in the Arctic. With its military budget stretched thin by Iraq, Afghanistan and more pressing issues elsewhere, the United States has been something of a reluctant northern power, though its nuclear-powered submarine fleet, which can navigate for months underwater and below the ice cap, remains second to none. Russia -- one-third of which lies within the Arctic Circle -- has been the most aggressive in establishing itself as the emerging region's superpower. Rob Huebert, an associate political science professor at the University of Calgary in Canada, said Russia has recovered enough from its economic troubles of the 1990s to significantly rebuild its Arctic military capabilities, which were a key to the overall Cold War strategy of the Soviet Union, and has increased its bomber patrols and submarine activity. He said that has in turn led other Arctic countries -- Norway, Denmark and Canada -- to resume regional military exercises that they had abandoned or cut back on after the Soviet collapse. Even non-Arctic nations such as France have expressed interest in deploying their militaries to the Arctic. "We have an entire ocean region that had previously been closed to the world now opening up," Huebert said. "There are numerous factors now coming together that are mutually reinforcing themselves, causing a buildup of military capabilities in the region. This is only going to increase as time goes on." Noting that the Arctic is warming twice as fast as the rest of the globe, the U.S. Navy in 2009 announced a beefed-up Arctic Roadmap by its own task force on climate change that called for a three-stage strategy to increase readiness, build cooperative relations with Arctic nations and identify areas of potential conflict. "We want to maintain our edge up there," said Cmdr. Ian Johnson, the captain of the USS Connecticut, which is one of the U.S. Navy's most Arctic-capable nuclear submarines and was deployed to the North Pole last year. "Our interest in the Arctic has never really waned. It remains very important." But the U.S. remains ill-equipped for large-scale Arctic missions, according to a simulation conducted by the U.S. Naval War College. A summary released last month found the Navy is "inadequately prepared to conduct sustained maritime operations in the Arctic" because it lacks ships able to operate in or near Arctic ice, support facilities and adequate communications. "The findings indicate the Navy is entering a new realm in the Arctic," said Walter Berbrick, a War College professor who participated in the simulation. "Instead of other nations relying on the U.S. Navy for capabilities and resources, sustained operations in the Arctic region will require the Navy to rely on other nations for capabilities and resources." He added that although the U.S. nuclear submarine fleet is a major asset, the Navy has severe gaps elsewhere -- it doesn't have any icebreakers, for example. The only one in operation belongs to the Coast Guard. The U.S. is currently mulling whether to add more icebreakers. Acknowledging the need to keep apace in the Arctic, the United States is pouring funds into figuring out what climate change will bring, and has been working closely with the scientific community to calibrate its response. "The Navy seems to be very on board regarding the reality of climate change and the especially large changes we are seeing in the Arctic," said Mark C. Serreze, director of the National Snow and Ice Data Center at the Cooperative Institute for Research in Environmental Sciences University of Colorado. 
US military presence in the Arctic is key to ensuring cooperation.
O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

The diminishment of Arctic sea ice is now leading U.S. military forces to pay renewed attention to the Arctic. This is particularly true in the case of the Navy and Coast Guard, for whom diminishment of Arctic sea ice is opening up potential new operating areas for their surface ships. Navy and Coast Guard activities relating to the Arctic are taking place as other countries, such as Canada, Russia, and Norway, are examining the potential implications for their military forces of diminished Arctic sea ice, and taking or contemplating steps to increase their own navy and coast guard presence and operations in the region.182 Defense officials in the United States and other countries view issues such as sovereignty, freedom of navigation, and energy exploration as creating a potential in the Arctic for military cooperation, competition, or conflict, depending on how these issues are handled.183

Solvency

New Arctic ports are vital to deterrence capabilities.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

The Navy and Coast Guard are exploring the potential implications that increased surface ship and aircraft operations in the Arctic may have for required numbers of ships and aircraft, ship and aircraft characteristics, new or enlarged Arctic bases, and supporting systems, such as navigation and communication systems. The Navy and Coast Guard have sponsored or participated in studies and conferences to explore these implications, the Coast Guard has deployed boats and aircraft into the region to better understand the implications of operating such units there,193 and Points or themes that have emerged in studies and conferences regarding the potential implications for the U.S. Navy and Coast Guard of diminished Arctic sea ice include but are not limited to the following: • The diminishment of Arctic ice is creating potential new operating areas in the Arctic for Navy surface ships and Coast Guard cutters. • U.S. national security interests in the Arctic include “such matters as missile defense and early warning; deployment of sea and air systems for strategic sealift, strategic deterrence, maritime presence, and maritime security operations; and ensuring freedom of navigation and overflight.”195 • A mission of potential particular interest for expanded surface ship operations in the Arctic would be defending the U.S. (and European Union) claim that the Northern Sea Route running along Russia’s north coast and the Northwest Passage running through Canada’s northern archipelago constitute international straits which allow right of innocent passage. • Search and rescue in the Arctic is a mission of increasing importance, particularly for the Coast Guard, and one that poses potentially significant operational challenges (see “Search and Rescue” above). • More complete and detailed information on the Arctic is needed to more properly support expanded Navy and Coast Guard ship and aircraft operations in the Arctic. • The Navy and the Coast Guard currently have limited infrastructure in place in the Arctic to support expanded ship and aircraft operations in the Arctic.196

Investment key.

O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

Aside from signing National Security Presidential Directive 66, which requires the U.S. to have a presence in the Arctic, the Arctic hasn't been a priority for the U.S. government, largely because there isn't an immediate military threat. “It’s becoming a higher priority, but we don't make our own priorities,” McBride said. “We don’t foresee a military threat in the Arctic, but it doesn't mean we will not need to be able to operate there.” The Navy’s future plans to conduct operations in the Arctic largely depend on the budget. “It’s all about the money,” McBride said. “If you don't have the budget or funds to invest in manpower and equipment then you don't have anything.”204

Arctic ports are key to maintaining US sovereignty in the Arctic.

RISE 11 – international program management company (“USACE/DOT&PF Alaska Deep-Draft Arctic Ports Planning Charrette” 5/16/11 < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/071311_charettesummary.pdf>)//AB
All participants agreed on the need for an Arctic port or ports with related marine and upland infrastructure, and on the need for the proposed study. U.S. national sovereignty requires that the U.S. maintain a presence in the Arctic. Development of an Arctic port or ports is an international event involving Russia, Canada and Europe. Arctic traffic is growing, and with it the related requirement to respond to potential incidents with spill response, Search and Rescue, vehicles in distress, etc. The need for emergency respond exists now. More immediate responses could be mooring buoys and increased airfield facilities, while waiting for future port. There is no obvious existing natural site for a deep-draft port in Western Alaska. A new Arctic Port or Ports will require public and private partnerships to build and maintain. Resource extraction is the likely driver for economic development and for initiating port development. There are many potential uses and users for Arctic ports.

Ports are key to national security in the Arctic.

Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB

Ports and harbors play an important role in maritime safety and pollution prevention. The lack of places of refuge and emergency response resources on Alaska’s North Slope and northwest regions may become a particular area of concern if the anticipated increase in the number of freighters, cruise ships, oil and gas tankers, dry bulk cargo vessels, and resupply barges passing through the Bering Strait and plying the waters of the Arctic Ocean occurs. In coming years, the provision of Arctic port facilities or harbors suitable for refuge for medium to deep draft vessels may become both a national and international imperative. National defense and emergency response needs may result in ports being developed even though the benefits may be limited due to small resident populations, seasonality, and modest levels of vessel traffic.
Ports strengthen every US Arctic naval asset.

Alaska DoT no date – Alaska Department of Transportation (“Arctic Port Study” no date; < http://www.dot.state.ak.us/stwddes/desports/arctic.shtml>)//AB

The Alaska DOT&PF and the Army Corps of Engineers are co-sponsoring a three-year Alaska Deep Draft Arctic Ports Study to evaluate potential deepwater port locations. The Arctic coast is experiencing increased vessel traffic, a reason for concern for the State of Alaska and federal agencies. An Alaskan Arctic port would serve as a major infrastructure asset and the northernmost port for the US Coast Guard (USCG), the US Navy, and the National Oceanic and Atmospheric Administration (NOAA) in protecting and patrolling an important US coastline. Study efforts for 2012 include: defining the study area, identifying other agency efforts, evaluating public/private partnerships, examining problems and opportunities, establishing siting criteria, conducting scenario analysis, identifying potential sites, engaging stakeholders and communities, and rescoping study effort as needed for following years. 

Solvency Extensions
Investment is key to port development.
O’Rourke 6/15 – Specialist in Naval Affairs (Ronald, “Changes in the Arctic: Background and Issues for Congress”, 6/15/12; < http://www.fas.org/sgp/crs/misc/R41153.pdf>)//AB

Aside from signing National Security Presidential Directive 66, which requires the U.S. to have a presence in the Arctic, the Arctic hasn't been a priority for the U.S. government, largely because there isn't an immediate military threat. “It’s becoming a higher priority, but we don't make our own priorities,” McBride said. “We don’t foresee a military threat in the Arctic, but it doesn't mean we will not need to be able to operate there.” The Navy’s future plans to conduct operations in the Arctic largely depend on the budget. “It’s all about the money,” McBride said. “If you don't have the budget or funds to invest in manpower and equipment then you don't have anything.”204

Ports are key to Arctic emergency response.
Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB

Ports and harbors play an important role in maritime safety and pollution prevention. The lack of places of refuge and emergency response resources on Alaska’s North Slope and northwest regions may become a particular area of concern if the anticipated increase in the number of freighters, cruise ships, oil and gas tankers, dry bulk cargo vessels, and resupply barges passing through the Bering Strait and plying the waters of the Arctic Ocean occurs. In coming years, the provision of Arctic port facilities or harbors suitable for refuge for medium to deep draft vessels may become both a national and international imperative. National defense and emergency response needs may result in ports being developed even though the benefits may be limited due to small resident populations, seasonality, and modest levels of vessel traffic.
Ports are key to maintaining US sovereignty in the Arctic – allows commercial development.

RISE 11 – international program management company (“USACE/DOT&PF Alaska Deep-Draft Arctic Ports Planning Charrette” 5/16/11 < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/071311_charettesummary.pdf>)//AB
All participants agreed on the need for an Arctic port or ports with related marine and upland infrastructure, and on the need for the proposed study. U.S. national sovereignty requires that the U.S. maintain a presence in the Arctic. Development of an Arctic port or ports is an international event involving Russia, Canada and Europe. Arctic traffic is growing, and with it the related requirement to respond to potential incidents with spill response, Search and Rescue, vehicles in distress, etc. The need for emergency respond exists now. More immediate responses could be mooring buoys and increased airfield facilities, while waiting for future port. There is no obvious existing natural site for a deep-draft port in Western Alaska. A new Arctic Port or Ports will require public and private partnerships to build and maintain. Resource extraction is the likely driver for economic development and for initiating port development. There are many potential uses and users for Arctic ports.

Arctic ports solve national security, emergency response, and commercial maritime safety.
Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB

Ports and harbors play an important role in maritime safety and pollution prevention. The lack of places of refuge and emergency response resources on Alaska’s North Slope and northwest regions may become a particular area of concern if the anticipated increase in the number of freighters, cruise ships, oil and gas tankers, dry bulk cargo vessels, and resupply barges passing through the Bering Strait and plying the waters of the Arctic Ocean occurs. In coming years, the provision of Arctic port facilities or harbors suitable for refuge for medium to deep draft vessels may become both a national and international imperative. National defense and emergency response needs may result in ports being developed even though the benefits may be limited due to small resident populations, seasonality, and modest levels of vessel traffic.
Ports strengthen every US Arctic naval asset.

Alaska DoT no date – Alaska Department of Transportation (“Arctic Port Study” no date; < http://www.dot.state.ak.us/stwddes/desports/arctic.shtml>)//AB
The Alaska DOT&PF and the Army Corps of Engineers are co-sponsoring a three-year Alaska Deep Draft Arctic Ports Study to evaluate potential deepwater port locations. The Arctic coast is experiencing increased vessel traffic, a reason for concern for the State of Alaska and federal agencies. An Alaskan Arctic port would serve as a major infrastructure asset and the northernmost port for the US Coast Guard (USCG), the US Navy, and the National Oceanic and Atmospheric Administration (NOAA) in protecting and patrolling an important US coastline. Study efforts for 2012 include: defining the study area, identifying other agency efforts, evaluating public/private partnerships, examining problems and opportunities, establishing siting criteria, conducting scenario analysis, identifying potential sites, engaging stakeholders and communities, and rescoping study effort as needed for following years. 
SAR (?)

Plan is key to successful arctic SAR infrastructure 

AMSA 09 (Arctic Marine Infrastructure ARCTIC MARINE SHIPPING ASSESSMENT april 29 2009 pg154 http://ine.uaf.edu/accap/documents/AMSAArcticMarineInfrastructure.pdf-BRW)
The current search and rescue (SAR) infrastructure in the Arctic, while varying between regions, is extremely limited and in some instances inadequate. In a survey of search and rescue resources among Arctic states, most reported the limited availability of fixed wing aircraft and helicopters. Some included icebreakers and seasonal patrol vessels that can be used for SAR when near enough to an incident. However, in general, there are shortages of critical SAR response assets, such as long-distance, heavy-lift capacity helicopters. The usefulness of these assets is often limited by weather and other operating conditions. Emergency response efforts are further hampered in many regions by a lack of shoreside infrastructure needed to provide basic logistics and support functions for SAR missions. The location and availability of SAR assets are often problematic given the vast distances and frequent harsh operating conditions typical in this region. In some instances, such as in connection with oil and gas activities, private industry addresses these gaps and shortfalls by providing its own supplemental SAR capacity as part of its ongoing Arctic operations, but this remains the exception rather than the rule. Arctic states have attempted to maximize the effectiveness of existing SAR resources by entering into bilateral and sub-regional SAR agreements with neighboring nations that have improved coordination of SAR responses in specific areas of the Arctic. For example, Russia, Canada and the United States have a search and rescue agreement. Norway and Russia have a bilateral search and rescue agreement and oil spill response agreement for the Barents Sea that are exercised annually. There are also informal search and rescue arrangements with local governmental and private entities. There is no multilateral search and rescue agreement covering the entire Arctic region. The future increase in human activity in the Arctic, including Arctic marine shipping and the continued overflight of the Arctic region by commercial aircraft, will place increasing demands on the SAR infrastructure. Many of the infrastructure deficiencies discussed elsewhere in this report that impact the safety of routine marine shipping activities, such as lack of accurate charts, the need for better real-time information concerning the operational environment and communications difficulties, will also impact search and rescue efforts unless rectified. The need to strengthen search and rescue capabilities was specifically recognized by the representatives from the five coastal states bordering the Arctic Ocean when they met in Ilulissat, Greenland, in May 2008. They adopted the Ilulissat Declaration, which states in part, “The increased use of Arctic waters for tourism, shipping, research and resource development also increases the risk of accidents and therefore the need to further strengthen search and rescue capabilities and capacity around the Arctic Ocean to ensure an appropriate response from states to any accident. Cooperation, including on the sharing of information, is a prerequisite for addressing these challenges. We will work to promote safety of life at sea in the Arctic Ocean, including through bilateral and multilateral arrangements between or among relevant states.” 
That is key to international cooperation with arctic nations 

AMSA 09 (Arctic Marine Infrastructure ARCTIC MARINE SHIPPING ASSESSMENT april 29 2009 pg154 http://ine.uaf.edu/accap/documents/AMSAArcticMarineInfrastructure.pdf-BRW)
A multi-lateral SAR agreement would serve as the centerpiece of cooperation and coordination in support of Arctic emergency response operations while providing an important example of a mutually beneficial regional approach among Arctic nations to address important shared issues of concern. Since Arctic and Antarctic emergency responses are similar in many ways, Arctic and Antarctic nations engaged in polar SAR could benefit from consultation and cooperation on issues of mutual concern and applicability. The five nations responsible for SAR in the Southern Ocean (New Zealand, Australia, Argentina, Chile and South Africa) currently meet to address many of the same challenges that face the eight Arctic Council nations concerning distance, harsh environment and limited SAR resources. During 12-14 August 2008, New Zealand, Australia, Argentina, Chile, South Africa, United States, France, United Kingdom and the Council of Managers of National Antarctic Programs (COMNAP), met in Valparaiso, Chile, to discuss improving Antarctic SAR coordination and cooperation. One means of enhancing cooperation would be through mutual efforts of the Arctic Council and Antarctic Treaty Consultative Meetings. Future proposals and recommendations on polar SAR could be coordinated between both international fora to ensure continuity and standardization where appropriate. 

AT: Culture DA

Most Inuits approve of the plan.

National Academy of Engineering 03 – American National Academies (“Cumulative Environmental Effects of Oil and Gas Activities on Alaska’s North Slope”, 2003; < http://dels-old.nas.edu/dels/rpt_briefs/north_slope_final.pdf>)//AB

Most North Slope residents have positive views of many of the economic changes that have resulted from revenue generated by petroleum activities, such as access to better medical care, availability of gas heat for houses, improved plumbing, and higher personal incomes. At the same time, however, balancing the economic benefits of oil activities against the accompanying loss of traditional culture and other societal problems that can occur is often a dilemma for North Slope residents. Without this revenue, the North Slope Borough, the Alaska Native Claims Settlement Act, and hence the Arctic Slope Regional Corporation, would not exist or, if they did, would bear little resemblance to their current form. This discovery of oil and its development on the North Slope has resulted in major, important, and probably irreversible changes to the way of life in communities. These effects accumulate because they arise from several ongoing, interacting causes.
The Inupiat are already modernized – they rely on ports for livelihood

Schmidt, 10 – MS. Award-winning science writer, published in Discover, Science, Natural Medicine. (Charles W, “Cold Hard Cache: The Arctic Drilling Controversy,” September 2010, JSTOR, Environmental Health Perspectives Vol 118, No. 9 page A394-A397//HO
Opinions among native groups are divided, adds Jonny Jemming, a Barrow lawyer who represents the North Slope Borough, an Inupiat-led municipal government in northern Alaska. Although many Inupiat, or native people of Alaska, rely in large part on marine subsistence for their dietary needs, their native corporations are also heavily contracted with oil industries in the Alaska OCS, he says. Jemming says it's not fair to say that all Inupiat are against offshore drilling.

AT: Funding (Federal Leases/Grants)

Direct appropriation of funds by existing federal taxes solves cheaply.
Bert, 12 – Military Fellow, U.S. Coast Guard. (Cpt. Melissa, USCG, “A Strategy to Advance the Arctic Economy,” February 2012, http://www.cfr.org/arctic/strategy-advance-arctic-economy/p27258//HO
The United States needs a comprehensive strategy for the Arctic. The current National/Homeland Security Presidential Directive (NSPD-66 / HSPD-25) is only a broad policy statement. An effective Arctic strategy would address both governance and capacity questions. To generate effective governance in the Arctic the United States should ratify LOSC and take the lead in advocating the adoption of Arctic shipping requirements. The IMO recently proposed a voluntary Polar Code, and the United States should work to make it mandatory. The code sets structural classifications and standards for ships operating in the Arctic as well as specific navigation and emergency training for those operating in or around ice-covered waters.

The United States should also support Automated Identification System (AIS) carriage for all ships transiting the Arctic. Because the Arctic is a vast region with no ability for those on land to see the ships offshore, electronic identification and tracking is the only way to know what ships are operating in or transiting the region. An AIS transmitter (costing as little as $800) sends a signal that provides vessel identity and location at all times to those in command centers around the world and is currently mandated for ships over sixteen hundred gross tons. The United States and other Arctic nations track AIS ships and are able to respond to emergencies based on its signals. For this reason, mandating AIS for all vessels in the Arctic is needed. The U.S. government also needs to work with Russia to impose a traffic separation scheme in the Bering Strait, where chances for a collision are high. Finally, the United States should push for compulsory tandem sailing for all passenger vessels operating in the Arctic. Tandem sailing for cruise ships and smaller excursion boats will avert another disaster like RMS Titanic. To enhance the Arctic's economic potential, the United States should also develop its capacity to enable commercial entities to operate safely in the region. The U.S. government should invest in icebreakers, aircraft, and shore-based infrastructure. A ten-year plan should include the building of at least two heavy icebreakers, at a cost of approximately $1 billion apiece, and an air station in Point Barrow, Alaska, with at least three helicopters. Such an air station would cost less than $20 million, with operating, maintenance, and personnel costs comparable to other northern military facilities. Finally, developing a deepwater port with response presence and infrastructure is critical. A base at Dutch Harbor in the Aleutian Islands, where ships and fishing vessels resupply and refuel, would only cost a few million dollars per year to operate. Washington could finance the cost of its capacity-building efforts by using offshore lease proceeds and federal taxes on the oil and gas extracted from the Arctic region. In 2008, the United States collected $2.6 billion from offshore lease sales in the Beaufort and Chukchi Seas (off Alaska's north coast), and the offshore royalty tax rate in the region is 19 percent, which would cover operation and maintenance of these facilities down the road.

AT: Funding (P3s)
P3s solve.

Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB
Funding for marine infrastructure projects cannot come from the government alone. In a time of tight federal, state, and local government budgets for the foreseeable future, improved and innovative private financing methods are an absolute necessity. Public-private partnerships are increasingly viewed as a major component of funding and developing a seamless, reliable, and cost-effective twenty-first century transportation system (MARAD 2007). As discussed in Section 2.1.2, some of these partnerships are also involved in the actual management of these assets, such as terminals. A traditional public-private funding mechanism for port infrastructure improvements has been the use of a combination of port cash and cash from a port user, such as a warehouse operator, who agrees to lease or buy a facility if the port builds it. More recently, ports have begun looking at joint venture financing, in which port tenants assume most of the debt of major capital expense of a project. In the case of the Jacksonville (Florida) Port Authority's TraPac marine terminal completed at the end of 2008, the port provided the land and $20 million for initial property development, which was offset by grants, including a $5 million Florida Department of Transportation grant to help pay for roads. The terminal operator, Mitsui OSK Lines, assumed the balance of the approximately $305 million project debt, including proceeds from bonds and a State Infrastructure Bank loan to pay for property development and cranes (American Association of Port Authorities 2009).
P3’s are able to fund the aff. Federal funding is key.

RISE 11 – international program management company (“USACE/DOT&PF Alaska Deep-Draft Arctic Ports Planning Charrette” 5/16/11 < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/071311_charettesummary.pdf>)//AB

Our approach is to pursue public/private partnerships (PPPs). The cost and risk of the endeavor is borne by the users, rather than the taxpayers. This approach requires a strong business case to cover risk and ensure profit for the private investor. The duration of private ownership can vary, with transfer of the asset to government as a common end point. Fitting PPPs to Alaska is likely to require government help as the economics are ‘thin,’ as the scale of geography is significant while the population is low. AIDEA is likely to continue to be of support. There are other funding mechanisms that could be considered, such as Industrial Use Highways used for the Klondike Highway.

Plan is budget neutral – private financing solves.

RISE 11 – international program management company (“USACE/DOT&PF Alaska Deep-Draft Arctic Ports Planning Charrette” 5/16/11 < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/071311_charettesummary.pdf>)//AB

New ports and related infrastructure will be challenging and take considerable effort, regulatory streamlining and funding. With a sound proposal, there is the capacity to obtain government funding, with the balance coming from private finance. He noted that “you can’t cut a budget into prosperity.”

Public-Private funding mechanisms solve best.

Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB

The role of PPPs in infrastructure development is increasing on a global scale and in certain situations may be suitable for Alaska port and harbor development projects. Port development is a logical application for PPPs since ports are commercial facilities typically driven by economic demand and usually associated with sustainable economics and funding. Barge landings like ports, are also good candidates for PPPs since they are driven by an economic demand for goods and services. Planning for marine and riverine project development should involve CDQ groups, Alaska Native regional and village corporations, shipping companies and others. While such entities may not wish to participate in funding all aspects of a port or harbor facility, they could establish or finance upland development to enhance the economic returns from the port or harbor investment or invest in private facilities within a port or harbor. In smaller rural communities, the private sector could be a source of local matching funds.

Public private partnerships solve for ports

Hobson, 2012 – EandE reporter (Margaret, “Ageing Infrastructure Adds to Woes od Alsak Bound Fuel Tanker”, E and E Publishing, January 10, 2012, http://www.eenews.net/public/Greenwire/2012/01/10/1) // GKoo

Begich said the most promising path for building a port would be to hammer out a cooperative agreement between government agencies and commercial interests. "There are a lot of interests in the Arctic, but no interest in duplicating efforts, which makes a public-private partnership a logical and likely solution," he said. "Industry needs a platform to operate from, the Coast Guard and Navy need a base for their national security missions, and researchers would welcome a field station further out in the field. "Any venture like this would be cost-prohibitive for any one sector," Begich said. "So bringing together defense, industry and scientific interest in a public-private partnership makes sense." 

AT: LOST

Turn – Law of the Sea cedes American leadership to the UN and reduces useable resources 

Bert, 12 – Military Fellow, U.S. Coast Guard. (Cpt. Melissa, USCG, “A Strategy to Advance the Arctic Economy,” February 2012, http://www.cfr.org/arctic/strategy-advance-arctic-economy/p27258//HO
Governance in the Arctic requires leadership. The United States is uniquely positioned to provide such leadership, but it is hampered by its reliance on the eight-nation Arctic Council. However, more than 160 countries view the LOSC as the critical instrument defining conduct at sea and maritime obligations. The convention also addresses resource division, maritime traffic, and pollution regulation, and is relied upon for dispute resolution. The LOSC is particularly important in the Arctic, because it stipulates that the region beyond each country's exclusive economic zone (EEZ) be divided between bordering nations that can prove their underwater continental shelves extend directly from their land borders. Nations will have exclusive economic rights to the oil, gas, and mineral resources extracted from those outer continental shelves, making the convention's determinations substantial. According to geologists, the U.S. portion is projected to be the world's largest underwater extension of land—over 3.3 million square miles—bigger than the lower forty-eight states combined. In addition to global credibility and protection of Arctic shelf claims, the convention is important because it sets international pollution standards and requires signatories to protect the marine environment. Critics argue that the LOSC cedes American sovereignty to the United Nations. But the failure to ratify it has the opposite effect: it leaves the United States less able to protect its interests in the Arctic and elsewhere. The diminished influence is particularly evident at the International Maritime Organization (IMO), the international body that "operationalizes" the LOSC through its international port and shipping rules. By remaining a nonparty, the United States lacks the credibility to promote U.S. interests in the Arctic, such as by transforming U.S. recommendations into binding international laws.

AT: Privatization CP

Privatization fails to take into account long-term benefits.

Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB
Proponents of a more centralized system remind us that private sector priorities do not always agree with those of the general public. For example, port facilities may only realize full cost recovery in the long term, and private sector ownership may mistakenly sacrifice long-term benefits for short-term profits. In addition, it has been argued that ports are developed hand-in-hand with capital infrastructure; their operation and development have implications that extend into the public realm and should therefore be kept under the control of public port authorities (Industry Commission 1993 as cited in Everett and Robinson 2007).
Perm do both- private sector needs fed
http://www.akbizmag.com/Alaska-Business-Monthly/January-2012/Arctic-Deep-Water-Port/Luther 12- staff writer for Alaska Business Monthly (Paula, “Arctic Deep Water Port”, Alaska Business Monthly, January 2012,  )//MSO


The planning charrette underscored that while generating national interest is vital to securing federal funding for any deep water port in the Arctic, economic development of resources and private industry will most likely be the driving force behind progress. Recently, Sitnasuak Native Corp. of Nome signed a contract with Vitus Marine LLC to deliver 1.5 million gallons of petroleum products to Nome via marine tanker to replace the fuel that was not able to be delivered to the town due to early winter storms. This contract marks the first time fuel has been scheduled for delivery to a western Alaska community during the winter months, according to Sitnasuak officials. Although the double-hulled ice-classed Russian tanker is certified to travel through four feet of ice, the use of the Coast Guard icebreaker Healy may be needed to ensure the delivery makes it to Nome, the company stated. The Nome fuel crisis demonstrated the need for additional infrastructure in Arctic regions of Alaska. Clearly a deep water port could not have ensured fuel delivery for Nome, but increased infrastructure in the area would entice larger vessels to bring goods and services to the northwestern communities of Alaska. Infrastructure identified in the intense planning session last May that is needed to make the Arctic deep water port economically viable include an airport, helicopter facility, marine support services, billeting, warehousing, stores, potable water, sewage facilities, fuel and public services such as hospitals and schools.
Federal role is key, the private industry will bandwagon 

Lowther 12(Lowther, Paula. Arctic Deep Water Port Alaska Business Monthly28. 1 (Jan 2012): 66. Lowther, Paula Jan 2012 http://proxy.lib.umich.edu/login?url=http://search.proquest.com.proxy.lib.umich.edu/?url=http://search.proquest.com.proxy.lib.umich.edu/docview/919648375?accountid=14667) 

Potential Arctic port sites were discussed at the May 2011 planning session held in Anchorage. While resource development and private industry will ultimately drive the location and development of an Arctic port, the criteria of a site location for purposes of discussion included national security, environmental, economic development, infrastructure, life safety, sustainability, land ownership, spill response and socioeconomics. Possible port sites under discussion included Nome, Kivalina, Kotzebue, Port Clarence, Cape Darby, Cape Blossom, Red Dog, St. Michael, Prudhoe Bay, Chukchi Sea, Beaufort Sea and Bering Straits. Planners said it is doubtful one port will fit every need and multiple port solutions may need to be evaluated. How a deep water Arctic port project will be funded is unclear. The federal government appreciates the roll it must play in protecting the country's interest in the Arctic in regard to national security and sovereignty; however, the fragile state of the federal economy puts into question whether that will be enough to push the project forward. Nearly $1 million in state funding from the 2012 fiscal budget has been identified by Governor Sean Parnell to begin the process of underwriting the studies necessary to identify the feasibility for Arctic port development, but even that is about a third of the cost necessary to complete the three-year study that will determine the best location for the nation's only deep water Arctic port. Findings of the planning charrette indicated Arctic deep water port development is a 20-plus year process and stressed that some issues need to be addressed now such as how the U.S. will fulfill its obligation to the Arctic Council Search and Rescue treaty. Spill response was also listed as a concern as traffic continues to increase in the region; however, short-term solutions such as mooring buoys and lightering may be necessary until the full port project can be built. 

The United States federal government is key to get the private industry to invest in the arctic 

Bert et al. 09( The Arctic in Transition-A Call to Action  Bert, MelissaView Profile; Chaddic, JohnView Profile; Perry, Brian D, USA. Journal of Maritime Law and Commerce40. 4 (Oct 2009): 481-509. 

 Rule of law and uniform safety standards increase predictability and lower risks. Our recommendations will promote stability and ease tensions among Arctic stakeholders at reduced cost and expenditure of political capital. They are practical measures that will increase the transparency of human activity and provide a safer operating environment in the Arctic for all stakeholders. Unless the United States collaborates to leverage international governance structures to reduce risk, private industry is far less likely to invest the capital necessary to develop and sustain the Arctic. Longterm capital investment is critical for U.S. policy objectives and the mutual benefit of all stakeholders. 

AT: States CP

States can’t do the plan – port authorities can’t levy taxes.

Northern Economics 11 – Largest professional economics consulting firm in Alaska; report prepared for Army Corps of Engineers and Alaska Department of Transportation (“Alaska Regional Ports: Planning for Alaska’s Regional Ports and Harbors: Final Report” January 2011; < http://www.dot.state.ak.us/stwddes/desports/assets/pdf/regionalports_finalreport0111.pdf>)//AB
State statutes permit the formation of port authorities, which can be catalysts for social and economic development, but the statute is crippled since it does not permit such authorities to levy taxes. We propose the statute be amended to permit port authorities to levy taxes, with the specific type of tax varying based on the fiscal system that is presently levied by the local government. The tax could be restricted to a certain mill rate for property taxes or a fixed percent of sales tax.

States fail- fed funding needed for solvency

Luther 12- staff writer for Alaska Business Monthly (Paula, “Arctic Deep Water Port”, Alaska Business Monthly, January 2012,  http://www.akbizmag.com/Alaska-Business-Monthly/January-2012/Arctic-Deep-Water-Port/)//MSO

Potential Arctic port sites were discussed at the May 2011 planning session held in Anchorage. While resource development and private industry will ultimately drive the location and development of an Arctic port, the criteria of a site location for purposes of discussion included national security, environmental, economic development, infrastructure, life safety, sustainability, land ownership, spill response and socioeconomics. Possible port sites under discussion included Nome, Kivalina, Kotzebue, Port Clarence, Cape Darby, Cape Blossom, Red Dog, St. Michael, Prudhoe Bay, Chukchi Sea, Beaufort Sea and Bering Straits. Planners said it is doubtful one port will fit every need and multiple port solutions may need to be evaluated. How a deep water Arctic port project will be funded is unclear. The federal government appreciates the roll it must play in protecting the country’s interest in the Arctic in regard to national security and sovereignty; however, the fragile state of the federal economy puts into question whether that will be enough to push the project forward. Nearly $1 million in state funding from the 2012 fiscal budget has been identified by Governor Sean Parnell to begin the process of underwriting the studies necessary to identify the feasibility for Arctic port development, but even that is about a third of the cost necessary to complete the three-year study that will determine the best location for the nation’s only deep water Arctic port. Findings of the planning charrette indicated Arctic deep water port development is a 20-plus year process and stressed that some issues need to be addressed now such as how the U.S. will fulfill its obligation to the Arctic Council Search and Rescue treaty. Spill response was also listed as a concern as traffic continues to increase in the region; however, short-term solutions such as mooring buoys and lightering may be necessary until the full port project can be built
Perm solves better- fed and state action key

Luther 12- staff writer for Alaska Business Monthly (Paula, “Arctic Deep Water Port”, Alaska Business Monthly, January 2012,  http://www.akbizmag.com/Alaska-Business-Monthly/January-2012/Arctic-Deep-Water-Port/)//MSO

Shrinking sea ice in the Arctic has contributed to increased marine traffic, raising concerns over whether northern nations are prepared to respond to Arctic emergencies such as search and rescue and environmental spill response. During the Arctic Council’s bi-annual ministers’ meeting, an international treaty was signed by all Arctic Council nations that would require coordination of emergency response efforts in the event of a plane crash, cruise ship sinking or other major disaster. This legally binding treaty puts significant responsibility on each country to fulfill its obligations under the agreement. Days after the Arctic Council treaty was signed, the U.S. Army Corps of Engineers partnered with the Alaska Department of Transportation and Public Facilities to host the Arctic Deep-Draft Ports Planning Charrette in Anchorage. The purpose of this planning session was to bring together representatives from state and federal agencies and organizations to begin the process of joint planning for potential U.S. ports in the Arctic regions of Alaska. Involved agencies included the Alaska Department of Natural Resources Division of Coastal and Ocean Management, Alaska Industrial Development and Export Authority, Denali Commission, Northern Waters Task Force, NORAD, U.S. Arctic Research Commission, Arctic Council, Institute of the North, Marine Exchange of Alaska, Committee of the Arctic Maritime Transportation System, and the U.S. Navy.

Fed key- current and future treaties

DOD 11- (“report to congress on arctic operations and the northwest passage”, May 11, http://www.dot.state.ak.us/stwddes/desports/assets/pdf/dodreport_arcticops.pdf)//MSO

Applicable customary international law, as reflected in the LOS Convention, will guide development of the legal framework as the Arctic Ocean further opens to human activity. Given the Arctic region’s maritime characteristics, the U.S. Government will continue to hold the position that there is no need to create an overarching comprehensive international treaty or convention for the region analogous to the Antarctic Treaty, since the law of the sea already addresses Arctic Ocean issues.   The U.S. Government will remain open to considering the need for new or enhanced international agreements or other mechanisms to address issues likely to arise from the changing climate, and will seek to strengthen as appropriate existing institutions designed to ensure that Arctic nations take a cooperative approach to emerging issues regarding the Arctic. The United States will abide by international law and U.S. legal and regulatory mandates, including fulfilling its treaty obligations.  Even though the United States is not a Party to the LOS Convention, the United States will continue to adhere to the core principles of customary international law articulated in the LOS Convention, including the principles of freedom of navigation and overflight.

